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T takes a lot of transportation to keep 
America’s plants supplied with the ore, 
chemicals, and other necessities for the 


machines of war. 


And there is still another urgent demand 


— FUEL — for power and heat. 


So to the railroads’ record volume of war- 
time freight is added the emergency carry- 
ing of coal and oil. 


Today the railroads are hauling about 
750,000 barrels of oil a day into the Kast— 
more than 50 times the amount they 

are usually called upon to carry. 
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“If the shippers and consumers of this coal want to help win 
the war, they will ship and buy and stock all the coal possible 
in the spring and summer months.”’ Joseru B. Eastman, Director; 
Office of Defense Transportation. 
. . . 

**A full coal bin is the best possible insurance anybody can have 
against a wartime coal shortage.’’ H. A. Gray, Acting Director, 
Office of Solid Fuels Coordination for War, Haroun L. Ickes, 
Coordinator. 


“To produce and transport the tremendous quantity of oil re- 
quired for war, we need, and will continue to need, the ever 
greater efforts and cooperation of every individual.’’ Haroxp L. 
Ickes, Secretary of the Interior and Petroleum Coordinator 
for War. 


Production of bituminous and anthracite 
coal, most of which moves by rail, has 
been stepped up to nearly 12% million 
tons a week. 


How these records have been made is a 
story of splendid cooperation. Shippers are 
loading cars fuller and faster, and _ releas- 


ing them quicker. 


And they are cooperating, too, by antici- 
pating their coal needs — another way to 
help keep the war program on the move 


— to help keep our homes warmer 
this winter. 


WASHINGTON, D.C. 
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This is a story of railway service that building and to lease it on a monthly le apes — 
would look at first to be farremote from _basis. 
poe sg “ear sphere of railway op- Soon the new business got under way. <"|| } 
- ion. Yet itis typical of the resource- [ft prospered from the very start and - 
oe that Illinois Central men show _ eventually became the largest in its end (A ™ — 
in helping — prosperity to the of the state et = F 
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e Illinois Central operates 
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Vacations 


We have always felt that a fortnight’s vacation for 


® office workers was a privilege rather than a right 
—that when the employer handed his stenographer or 
file clerk two-weeks’ pay and told him or her to have 
a good time he was, in effect, showing gratitude for 
faithful service that was in some small way beyond the 
minimum for which he paid. He had in mind those 
occasions when his stenographer cheerfully stayed an 
hour overtime to finish an important letter, or the two 
or three Saturday half-days when the file clerk stayed 
around to clean up an accumulation of work, both 
without thought of overtime compensation. On that 
theory, it seemed to us hardly comparable for workers 
paid by the hour, who rigidly enforced demands for 
- time-and-a-half or double-time pay when they worked 
even a few minutes over the contracted hours, to de- 
mand vacations with pay. 


But then, we hold no “advanced sociological views,” 


and the trend in industry has been contrary to what 
we thought fair and just. What we are thinking about 
at the moment is how these things gather momentum 
until, at length, they reach heights of absurdity that 
bring pause to even the most “advanced” thinkers. 


Take as an example the arbitration hearings held 


8, 1942 


with Pay 


last week in Chicago over differences in opinion be- 
tween non-operating railroad labor leaders and man- 
agement as to the interpretation of a vacation agree- 
ment signed by both parties last December. When the 
vacation matter was put before the President’s fact- 
finding board a year ago, management’s representatives 
graciously admitted that management was “not op- 
posed to vacations with pay on principle,’”’ but protested 
that the existing state of heavy defense traffic justified 
a postponement of the discussion until the emergency 
was over. On the other side, labor leaders insisted that 
it wouldn’t cost the railroads much to grant their vaca- 
tion demands; in many instances the work of the 
vacationer could be divided among those remaining 
on the job; the hiring or not hiring of a substitute 
could be left to managerial discretion, as could other 
details that might help to keep the cost down. The 
board’s recommendations, in the main, agreed with the 
contentions of the unions, except that it called for a 
six-day vacation with pay instead of the demanded 
twelve days—except that those employes who had been 
getting the longer vacations should continue to do so. 
But the board plainly said that, in order to rate a vaca- 
tion, the employe should have worked not less than 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patehwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have te deal. 

Simplification of Commission procedure. 


Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 


A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
Problem by the board created by Congress to make recom- 
mendations for legislation. 
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Kill the St. Lawrence waterway proposal. 

Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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“sixty per cent of the total work hours per year figured 
on the basis of the 48-hour week’; that “a vacation 
system should not be used as a device to make unneces- 
sary jobs for other workers,” and that, “if failure to 
hire a vacation relief worker does not burden those 
employes remaining on the job, or burden the employe 
after his return from his vacation, the carrier should 
not be expected to replace every employe on vacation 
with a relief worker.”’ Vacations were salutary things, 
it said, for “rest and recreation.” 

The decay in these recommendations, however, 
began even before an agreement was signed. When it 
was signed, the 60 per cent of working time require- 
ment had been whittled down to 160 days on which work 
was performed and the amount of work permitted to 
be done by workers staying on the job was limited to 
25 per cent of that ordinarily performed by the vaca- 
tioner. Nevertheless, when the agreement was finally 
signed, it was felt that the limits under which vaca- 
tions might be granted were carefully drawn and 
hardly to be overstepped. 

With the agreement in effect little more than a 
half-year, it now develops that, in the view of the unions, 
vacations with pay for rail workers are no longer a 
grant but a right; that the terms of the agreement, 
regardless of what they were intended to mean, ought 
to be so tortured as to make it necessary in almost 
every imaginable situation for the railroad to hire a 
worker to replace each vacationer; that the 160-day 
work requirement ought not to be construed to mean 
160 days of work, but merely 160 days on which some 
work was done, or even 160 days for which some pay 
was drawn whether or not any work was done; that, 
where vacations longer than six days are granted, the 
work-day minimum ought to apply only to the year just 
previous; etc. 

The list is almost endless. The point is that, having 
abandoned opposition to vacations with pay as a matter 
of reward and privilege, and having accepted the 
board’s recommendations liberalized in an agreement, 
the railroads now find themselves saddled with a new 
operating complication that bids fair to go far beyond 
any estimated costs, not only in the actual increases in 
payrolls for relief workers but in complicated and 
onerous listings, records, and conferences with local 
union officials (who appear under the agreement to 
possess a sort of veto power over the managerial deci- 
sions and desires in each individual case), and in argu- 
ments, negotiations, quarrels, and arbitrations from 
now on. 

The moral, as we see it, is not to get started on 
these things. There is an old story about the kindly 
Bedouin permitting the camel to put his cold nose inside 
the tent. Shortly, the Bedouin was out in the wind and 
the camel was in his bed. 


Verily, the ways of the railroads are past under- 
standing—at least our understanding. Any intelligent 
observer would, we think, say that, no matter what 
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else might be in the wind, the railroads and railroaq 
men were opposed, on principle and in practice, to goy. 
ernment operation of their properties. And yet, in the 
August 1 Railway Age—the organ of the railroads, 
edited by a man who is on their payroll in “public 
relations’ work—we find an article enthusiastically 
pointing out the operating improvements that have 
been made on the T. P. and W. since the government 
took it over from its owner. We happen to know that 
a reporter was sent to Peoria to get this story. We have 
heard it before. It may be entirely true—and we would 
not disguise the facts, if they are facts—but why the 
eagerness on the part of a railroad organ to point them 
out and why print them at all under any circumstances 
without giving the owner, Mr. McNear, a chance to tel] 
his side of the story? In our opinion, this is more than 
just an error in editorial judgment. On the face of it, 
it would indicate an utter disregard of the principles 
for which the railroads pretend to be fighting. Would 
they like to see the same methods from the same source 
applied to the rest of their properties? 


Letters to the Editor 


In common with most publications, we get many 

communications, intended for use in our columns, 
but that cannot be used, under our rules, either because 
the writers do not sign their names, or give obviously 
fictitious names, or, if they give their right names, do 
not identify themselves so that readers may know who 
they are. 

Of course, the cowards who hide behind anonymity 
are entitled to no explanation. Neither, perhaps, are 
those who are not exactly cowards but whose jobs, they 
think, prevent their writing letters for publication 
over their signatures; they are just unfortunate, but 
they ought to be able to understand why they cannot 
break into print. There remain those who, though 
willing to sign their names, object to identifying then- 
selves as railroaders or shippers or connected with this 
or that railroad or industry. They point out that news- 
papers print such communications even signed by 
fictitious names or initials, holding that the proper end 
is served if the editor knows who the writers are. We 
know that is true but, in our opinion, it is one of the 
most ridiculous of newspaper practices. Suppose the 
editor does go to the trouble of investigating to see if 
there really is such a man at the address given by the 
writer before he permits publication of a letter. Is not 
the reader entitled to the same facts? What good does 
it do the reader in judging the motives and competence 
of the writer if he does not know who he is? Letters 
for publication are not written for the editors, but for 
the reading public. If they are just for the informé 
tion of the editor they need not, of course, be published. 

At any rate, no one may have a communication 
published in the TRAFFIC WoRLD unless he not only sigis 
his correct name but identifies himself, either in his 

(Continued on page 310) 
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lroad required when three could be made to deliver all the user was 

gov- Ps entitled to receive. Nearly all suppliers have assured their old 

customers that deliveries will be made to them while orders 

n the tb) from strangers will be “forgotten” every time there is a conflict 
oads : between the old and the new. 

- oe ; From which assurance it might be inferred that newcomers 
ublic ee wn : ——— of — make _— talk about the “sacrifices” they are 
i j making, in the matter of money in coming to Washington to do 
cally WwW Ss H i N G T .@) N “their bit” in war work—may have some shivering in prospect. 
have Of course, Coordinator Ickes might intervene in their behalf. 
But, even so, there is a suspicion that the suppliers will prefer 
ment : 

ams ; old to new customers—unless the latter are close friends of 
that Abigail Adams hung the family wash political associates of Coordinator Ickes. It would only be 
have in the east room of the White House patural, it might be suggested, that the suppliers, however, 
| Roosevelts Are to dry. Some time thereafter that would figure that the Roosevelt administration, probably, would 
would del f part of the one-time “Executive Man- not last beyond January, 1945, while many of the old customers 
y the — the Remodelers o sion” was fixed up for company. That would be here after that. 

White Hous was not done by a Roosevelt, nor was 

them the White e it a Roosevelt that gave it a coat of A subcommittee of the Senate ap- 
‘ances white paint after it was burned as an propriations committee, headed by 


incident of the War of 1812. Broadly Rg9oq = Senator Tydings, of Maryland, has 
to tell speaking, the two Roosevelts, Theodore and Franklin, have m for More Gov disclosed that g ton is Yan space 


> than made all the alterations in or about that comfortable Georgian ernment Clerks in in the departmental buildings in 


: house. ° onuse Washington to accommodate 15,544 
of it, Theodore Roosevelt made over the interior of the house Public Buildings more mcg The committee that 


ciples and built an office for the President. Prior to that time the made the discovery was directed 
office had been on the second floor of the White House. There, to find out whether certain gov- 
Would on one side behind a slatted half door, William McKinley ernmental employes might be temporarily transferred to na- 
source | Walked (wearing rather loud checked black and white trousers), tional defense agencies to expedite the prosecution of the war. 
dictating in a low tone while the newspaper men sat in the The committee came to the conclusion that 75 square feet 
wide corridor between the President’s office and that of George of office space was enough for an employe. It discovered that 
B. Cortelyou, his secretary, waiting for one or the other to tell each of the 40 employes of the Solicitor General’s office used 
them something worth printing. on an average of 232 square feet—that is to say, the space 
That simplicity disappeared when Theodore Roosevelt sat occupied by them averaged that much. The most crowded 
himself in the President’s chair. Now Franklin Roosevelt is force, the committee found, was the Federal Bureau of Investi- 
putting up an imposing doorway and house at the east end of gation. Each F. B. I. employe has only 47 square feet of office 

many the long White House flank. And no one is allowed to walk on space. 
lumns the south pavemcnt of Pennsylvania Avenue in front of the Another thing the committee found out was that the gov- 
. President’s home. ernment owned 8,813 cameras, 19,078 pieces of auxiliary photo- 





ecause graphic equipment, and 53,717 pieces of processing equipment, 
viously The people of the United making a total of 81,608 such gadgets, not including “recordaks,” 
; States this week began pay- whatever they may be. 

nes, do Government Now Subsi- ing the continuing cost of The committee also found that, contrary to popular im- 
w who diina Gasoli d the administration’s gift of pression, there was little real duplication of objectives but that 
mag WEseune Gn peng tg 2 lle there had been built up within the Office of Emergency Man- 

war elfort by the British In agement what might be called a second federal government 

nymity Other Petroleum Products the north Atlantic. The gov- structure. It found that the functions being prosecuted by the 
ernment began subsidizing go-called war agencies of the O. E. M. revealed duplication, 

ps, are . . gasoline and other petroleum overlapping and paralleling of functions, already being prose- 
1S they products used in the Atlantic seaboard states. It did that so cuted in the regular department and agencies, to an unbeliev- 


that the price of gasoline could be lowered 2.5 cents and other 
lication — in proportion, the reduction on crude being 15 cents 
a barrel. 
te, but _ Two and a half cents a gallon is the cost added to the 
cannot price of gasoline by reason of its transportation overland in- 
though stead of by tank ships from the Gulf states. When the tank 
ships were given to the British, petroleum or its products had 
x them: — sag nag Png errs gee in tank cars from pipe line 
4 : Inals in the interlor of the country. According to the 
ith this announcement, the government is subsidizing those te Pr to Many Words 
t news: the extent indicated so that users thereof may get them at the Used to Tell 
ned by prices that would prevail were the tank ships still in service. 
At the same time the subsidy was announced, it was told @ Short Story 
per end § by the Office of Petroleum Coordinator Ickes that arrangements 
re. We were being made to transfer 5,000 tank cars in the central part 
eo _ of the country to the service of bringing petroleum products because, when it permitted the 10 per cent increase in Ex Parte 
> of the F into the eastern shortage area. It is now known that there will 148, it permitted the increase to apply on the fares “then in 
ose the insufficient gasoline and oil for domestic heating, even with effect.” Literally, that would have allowed the southern lines 
| if € subsidy and the 2,000 extra tank cars in operation. to add 10 per cent to a basic fare of 1.65 cents. That was the 
o see How much, if any, political consideration caused the deci- basic fare in effect on fifty-odd railroads in the South because 
. by the Sions in behalf of subsidy and taking of cars from the other they had not availed themselves of permission to make their 
parts of the country cannot be known. Of course, it is vehe- basic fare 2 cents a mile. 
. Is not} mently denied that President Roosevelt is thinking, much less In their approach to the problem of bringing the basic fare 
od does playing, politics, even if he has placed his blessing on one of up to 2.2, the southern railroads first asked permission to in- 


able degree. That was so particularly in the matter of labor, 
the War Production Board having a labor division employing 
460 persons, notwithstanding that there were thirteen organiza- 
tions in the normal executive organizations having to do with 
labor, wages, hours, and working conditions. 





Government officers, many of whom are 
lawyers or at least have been admitted to 
practice, need or appear to need many 
words to tell a simple story. For illustra- 
tion, the Commission used nearly if not 
altogether 500 words to tell fifty-one rail- 
roads in the South that they might make a 
10 per cent increase in their basic passenger 
fares to 2.2 cents a mile. It had to do that 


the candidates for the Democratic nomination for the Senate crease their fares to 2 cents a mile and then apply the most 
ypetence — his home state. But those who think of politics cannot recent advance to that base. The Commission denied their peti- 
Letters (set that in all tne seaboard states north of Florida in No- tion to take the intermediate step but modified its permission 


for ee, the election month, there will be need of liquid fuel in Ex Parte 148 so as to produce the same result. Description 
but 10 or the home heating plants. Orders from householders to fill of the various steps was put into the authorization, hence, the 


nforma- up the tanks will not be obeyed. use of the large number of words.—A. E. H. 
iblished F Notwithstanding that obedience to such orders would save tow 
lres and tank trucks, the orders are out to furnish on each ENGINEERS OPPOSE U. S. RAIL CONTROL 


—: der only a tai h . . 
ication or y a certain percentage of the amount used last season. A. h " 
in he user is . % Stel ta sain viata Re ’ Johnston, grand chief engineer, Brotherhood of Loco 


si Bitecsary i ‘ motive Engineers, has written J. J. Pelley, president, Associa- 
ny “ would bo be Pages agg A eos : = po goto as ae oe = tion of American Railroads, that the members of’ his brother- 


. hood are still opposed to government ownership or operation 
No one has yet explained how there can be economy in the of the railroads. . ¥ P 


_ Use of tires and tank trucks if four trips of the tank truck are This brotherhood in 1936 went on record against such 
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ownership or control and recently reaffirmed that position in 
its ninth triennial convention. 

“The delegates took into consideration the necessary tax 
burdens now imposed upon all citizens incident to the great 
war in which we are engaged, and were mindful of the fact 
that government ownership of carriers by rail would probably 
cause to be diverted large sums of money from the tax collec- 
tions at present being made and the convention further con- 
sidered that the system of private ownership of public utili- 
ties, under properly administered government regulations, is 
preferable,” said Mr. Johnston. 

Latest available statistics show that Class I railroads in 
the first half of 1942 paid $488,310,898 in taxes, compared with 
$247,276,242 in the corresponding period of 1941. For June 
alone they paid $110,499,194, 114.7 per cent more than in June, 
1941, when the total was $59,028,951. 


oO. D. T. AND RAIL LABOR 


The Railway Labor Executives’ Association has appointed 
a committee of four to confer with Director Eastman, of the 
Office of Defense Transportation, on problems affecting rail 
road workers. The committeemen are: D. B. Robertson, 
president of the Brotherhood of Locomotive Firemen and En- 
ginemen; B. M. Jewell, president, A. F. of L. Railway Em- 
ployes’ Department; George M. Harrison, president of the 
Brotherhood of Railway Clerks, and Samuel J. Hogan, presi- 
dent, Marine Engineers’ Beneficial Association. Director East- 
man recently stated that before any order affecting railroad 
labor was issued by his office and where there was no emer- 
gency requiring immediate action, representatives of rail- 
road labor should have the opportunity of discussing it with 
the O. D. T. (see Traffic World, July 18, p. 146). The labor 
committee was set up to confer with the O. D. T. in such 
instances, it was stated. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, exclusive of switching 
and terminal companies, totaled 1,316,365 as of the middle of 
July, an increase of 10.81 per cent over July last year and an 
increase of 1.83 per cent over June, 1942, according to a com- 
pilation by the Commission’s Bureau of Transport Economics 
and Statistics based on preliminary reports. The employment 
as of the middle of July was reported as follows: Executives, 
officials and staff assistants, 13,039; professional, clerical and 
general, 202,099; maintenance of way and structures, 300,034; 
maintenance of equipment and stores, 355,341; transportation 
(other than train, engine and yard), 148,242; transportation 
(yardmasters, switch-tenders, and hostlers), 15,439, and trans- 
portation (train and engine service), 282,171. 


Vacation Arbitration 


Hearings in the dispute between the non-operating unions 
and railroad management, before Referee Morse at Chi- 
cago ended August 2 (see Traffic World, Aug. 1, p. 246). The 
basis for the fifteen points at issue became clear at the morning 
session August 1, when B. M. Jewell, speaking for the unions. 
insisted that no arrangements for vacations for individual 
workers could be made in contravention of existing working 
rules. This, he insisted, meant that, where a job was to remain 
vacant while the worker was away, it had to be abolished 
under the rules, and reinstated on several days’ notice at his 
return, with the customary provision that it could be “bid in” 
by the worker holding seniority in the classification. 

Questioning by Bruce Dwinnell for the management, 
brought out the fact that, thus, the vacationing worker might 
lose his job or be forced to accept one of lesser status. To 
this, the reply was that the railroads could fill the job with 
a relief worker even though there might be no work to do. 

At this point, the referee interrupted to say that it cer- 
tainly was not his understanding that the vacation agreement 
could be made to operate to deprive a worker of his job or to 
make jobs where there was no work. If that was the idea of 
the unions, he said, they might as well know immediately that 
he would not so interpret the agreement. Regardless of what 
it or the working rules might say, he said, he intended to 
apply the “rule of reason.” 

There was considerable argument as to the application of 
the 160-day minimum work in a year to make employes 
eligible for vacations. The agreement calls for vacations of 9 
and 12 days for clerical workers, telegraphers and some other 
classes in “confining” employment, and refers to the 160-day 
eligibility clause. The unions contended that that clause ap- 
plied only to the year next preceding the vacation, and not 
to the second and third next preceding year on which the 
extra three and six days were dependent. Management rep- 
resentatives insisted that, for the longer vacations, the clerks 
and telegraphers were required under the agreement to serve a 
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minimum of 160 days in each of the two or three preceding 
years. In making his point, Mr. Dwinnell pointed out that 
W. M. Davis, arguing for the clerks’ union, had been on leaye 
of absence from the Rock Island railroad for several years, 

“You may be working,” said he, “but not for the Rock 
Island,” adding that, under his own interpretation, Mr. Davis 
could return to the railroad’s payroll for 160 days this year ang 
get 12 days vacation next year. 

Referee Morse indicated that he would have his report 
ready in about a fortnight and that he would then return to 
Chicago from Washington to discuss its terminology with both 
parties before making his award. 


TRUCK MINIMUM WAGES 

A petition asking the Supreme Court to grant a rehearing 
in the wage-hour case against the A. H. Belo Corporation, 
publishers of the Dallas Morning News, has been presented 
to the court by the Solicitor General, acting on behalf of 
L. Metcalfe Walling, administrator of the wage and hour di- 
vision, U. S. Department of Labor, Mr. Walling announced this 
week, adding: 

The Supreme Court on June 8, 1942, in a 5 to 4 decision, ruled that 
the salary arrangement of the A. H. Belo Corporation, whereby it 
contracted with its employes to establish a certain ‘‘regular rate’ of 
hourly pay to yield a guaranteed weekly wage regardless of the num- 
ber of hours worked, up to a specified number of hours in a week, and 
with extra compensation thereafter, did not violate the overtime pro- 
visions of the fair labor standards act. 

On the same day the Supreme Court, in the case of the Overnight 
Motor Transportation Co., Inc., vs. Missel, upheld the administrator's 
contention that the act’s overtime requirements were not satisfied by 
a weekly salary sufficient to yield the minimum wage and time and 
a half the minimum for the hours worked. The government’s petition 
for rehearing contends that the Belo decision is erroneous and deserves 
further consideration; that the apparent inconsistencies between the 
Belo decision and the Missel decision have introduced serious con- 
fusion into the administration of the wage and hour law, and will 
produce unnecessary litigation; and finally, that the Belo decision 
offers strong support to schemes contrived to evade the requirements 
of the act. 


RAILROAD RETIREMENT BOARD 
President Roosevelt has nominated Chairman Lattimer, of 
the Railroad Retirement Board, for reappointment for a term 
of five years from August 29. 


GASOLINE TAXES 

Gasoline tax collections for June, 1942, in 26 states were 
17 per cent less than in June, 1941, according to figures col- 
lected by the Public Roads Administration of the Federal 
Works Agency. Reductions in states in the gasoline rationing 
area ranged from 22 per cent in Virginia and Georgia, to 31 
per cent in Rhode Island. In most states taxes on May gaso- 
line sales are paid to the state in June. Therefore the figures 
largely reflect May consumption, according to the agency. 

The collections indicate the effectiveness of steps being 
taken to conserve tires, gasoline, and motor vehicles, according 
to public roads officials. It is believed that a great many 
people no longer use cars for non-essential uses, since use of 
gasoline to transport war workers to jobs and in freight trans- 
port for war industries must have increased greatly over the 
same period of last year. This conclusion is supported by a 
decrease of 21.6 per cent in vehicles counted at 514 stations 
on rural highways in 43 states in May, 1942, compared with 
May, 1941. 

There was a 30.7 per cent reduction in vehicles counted 
at 205 points on rural highways in 18 states in June, 1942, 
compared with June, 1941. Greatest reductions on state high- 
ways were reported by New England states, Maine, reporting 
39.0 per cent, Connecticut 40.3 per cent, Massachusetts 419 
per cent and New Hampshire 48.8 per cent. 


Letters to the Editor 
(Continued from page 308) 

signature or in the body of his letter, so that he who 
reads will know the author. This is for the information 
both of the curs who write insults under cover and dare 
us to print them, and of those who really do not under- 
stand why they cannot break into print without telling 
who they are. When we say anything, readers know 
who is saying it. They are entitled to the same know! 
edge about those who would use our columns. That 
most newspapers do not observe this sensible and fair 
rule is no reason why we should be equally silly. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Dual Water Authority 


By two reports issued by it, the Commission, division 4, 
has found dual water operations by Sudden & Christenson, as 
a contract carrier in coastwise service and common carrier in 
the intercoastal trade, to be consistent with the public interest 
and the national transportation policy. 

In W-384, Sudden & Christenson (Arrow Line), Common 
Carrier Application, embracing W-383, Christenson Steamship 
Co., Common Carrier Application, and W-388, Waterman Steam- 
ship Corporation, Common Carrier Application, the Commission 
found Sudden & Christenson (Arrow Line), in the capacity 
as managing operator under the trade name Arrow Line of 
and for the vessels of the Waterman Steamship Corporation 
and the Christenson Steamship Co., entitled to continue opera- 
tion aS &2 common carrier by water in interstate or foreign 
commerce in the transportation of commodities generally from 
specified Atlantic coast ports to specified Pacific coast ports, 
and in the transportation of lumber and lumber products from 
specified Pacific coast ports to specified Atlantic coast ports, by 
reason of having been engaged in such operation on January 
1, 1940, and continuously since, except for interruption beyond 
control of applicants. 

In W-348, Sudden & Christenson (Coastwise Service), Con- 
tract Carrier Application, the Commission found applicant 
entitled to continue operation as a contract carrier by water, 
with self-propelled vessels, in the transportation of lumber and 
lumber products, from Grays Harbor and Willapa Harbor, 
Wash., to San Francisco Bay points, Los Angeles Harbor and 
Long Beach, Calif., by reason of having been engaged in such 
operation on January 1, 1940, and continuously since. 

The Commission has granted a certificate and permit, both 
effective September 2. 

The Office of Price Administration appeared in both :cases 
and argued, as to W-348, that applicant was a common. rather 
than a contract carrier and that verbal agreements made be- 
tween applicant and shippers for transportation of lumber were 
nothing more than long term arrangements that had been made 
so that applicant could be sure to have its vessels filled and 
the shippers could be sure of available space for their ship- 
ments. In support of its finding that applicant was a contract 
carrier, the Commission cited the decision in Oliver J. Olson & 
Co., Contract Carrier Application, 250 I. C. C. 151. 

_ Interruption of service in W-384, and cases joined with it, 
this report pointed out, occurred since the hearing date when 
applicants were forced to suspend service by reason of the gov- 
ment’s taking applicants’ vessels for use in transportation 
necessary to the prosecution of the war. Commissioner Miller 
partially dissented from the report of the majority in this case, 
insofar as it, he said, granted Sudden & Christenson, Inc. 
“grandfather” authority to serve certain ports “which it has 
never served or which it has served at some remote period prior 
to but not since January 1, 1940, and which are not on the route 
or routes usually traversed by it, such, for example, as Portland, 
Me., which it has not served since January, 1931.” For the 
Teasons set forth in his separate expression in No. W;654, et al., 
Isthmian Steamship Co., Common Carrier Application, decided 
July 8, 1942, he said he thought applicant was not entitled to 
such authority. 

_ The Commission said that “in this instance, the dual opera- 
tions of applicant are in no way competitive with each other, 
the one being a coastwise operation and the other an inter- 


coastal operation.” Different vessels, it added, were used in 
each service. 


S. A. L. “Key-Point” Restriction 


. In a report on further hearing in MC 86687, Seaboard 
Air Line Railway Co. (Legh R. Powell, Jr., and Henry W 
Anderson, Receivers), Motor Operations—Gaston-Garnett, 
S.C, embracing MC 86687, Sub. Nos. 1 to 10, inclusive, and 
Sub. Nos. 15, 18, and 19, all extension applications of the 
same applicants, the Commission, with Commissioner Lee 
dissenting, has modified condition 3 attached to certificates 
gtanted in prior reports, 28 M. C. C. 5 and 21 M. C. C. 773, 
authorizing operation as a common carrier by motor vehicle, 
i interstate or foreign commerce, in the transportation of 
Property over regular routes in rendering a service that is 
auxiliary to or supplemental of applicants’ rail service be- 


tween points on their rail lines in Virginia, North Carolina, 
South Carolina, and Florida. 

Originally condition 3 required a prior or subsequent 
movement by rail. On petition of the applicants the proceed- 
ings, except Sub. 19, were reopened together with a number 
of others in which similar conditions had been imposed, on the 
ground that the condition, referred to as the “rail-haul’’ condi- 
tion, prevented an economical, efficient and adequate rail-motor 
service, and the Commission substituted a so-called ‘“‘key-point” 
condition. Further hearing was held on applicants’ applica- 
tions by reason of their petition for elimination of the rail- 
haul condition still carried in the certificate in Sub. 19 and for 
modification of the key-point condition prescribed in the prior 
report. Certain motor carriers, the American Trucking Asso- 
ciations, Inc., and Railway Labor Executives’ Association op- 
posed changes requested, said the report, adding that the anti- 
trust division of the U. S. Department of Justice intervened. 

Applicants, the report said, asserted that the prescribed 
key-point condition would not be objectionable if modified as 
suggested by them. They also asserted that the rail-haul con- 
dition in the Sub. 19 certificate should be eliminated. 

Protestants, other than Railway Labor Executives’ Asso- 
ciation, an intervener, took the view, the report said, that the 
modifications sought by applicants would adversely affect the 
operations of existing motor carriers and unduly restrain com- 
petition in the motor carrier field. In part, it said: 


The applicants’ motor vehicle service has been and will continue 
to be of a different character from that performed by protestants or 
motor carriers generally, and this is so whether we grant or deny 
the requested changes, which would merely relieve applicants from 
what they consider burdensome limitations in performing that service, 
rather than change the character of service previously authorized. 
Applicants’ motor vehicle operations have been and will continue to 
be limited to the handling of merchandise rail traffic to and from 
points on their rail line as a substitute for train service. It is but 
a substitution of a more efficient for a less efficient means of service. 
The traffic has been and will continue to be rail traffic which moves 
at rail rates and on rail billing and which the railway has been and 
will continue to be under an obligation to transport. Applicants, as 
a motor carrier, do not solicit traffic from the general public but 
merely utilize motor vehicles in fulfilling their undertaking to trans- 
port as a railway. The motor vehicle service is auxiliary to or supple- 
mental of applicants’ rail service and is so limited by condition 1. 
The modifications requested will in no way change the character of 
the service applicants are authorized to perform as a motor carrier; 
nor will they adversely affect the operations of existing motor carriers. 
nor restrain competition in the motor carrier field. 


The Railway Labor Executives’ Association, the report 
said, acknowledged that some modification of the key-point 
condition should be made and agreed with certain of the 
changes suggested by applicants. It contended, however, that 
in other respects the suggested changes did not meet the pur- 
pose of a key-point condition in that they would permit the 


_applicants to handle certain shipments by motor vehicle long 


distances through points between which through train service 
was maintained, and would afford no protection against long 
distance motor vehicle operation should extensions to uncon- 
nected routes be authorized in the future. It also suggested 
that the rail-haul condition contained in the authority granted 
over the Tampa-Sebring, Fla., route, in Sub. 19, should be 
retained. 

The Commission said the original rail-haul condition was 
too broad in one respect and too restrictive in another. It was, 
to remedy these defects, it said, that it substituted a key-point 
condition. The principal objection, it said, was that the desig- 
nated key points included many points that were not actually 
key points so that in addition to prohibiting the substitution 
of truck service for through train service, it also, and to a 
greater extent than the former rail-haul condition, prohibited 
the substitution of truck service for local way-freight station 
to station train service. Applicants, it added, suggested a key- 
point condition that they considered not objectionable from an 
operating standpoint. The Commission said there was no doubt 
that the key-point condition should be modified if the full 
benefits of substituted service were to be realized. But, it 
said it did not follow that applicants’ sugsested condition 
should be adopted. 

“A key point condition is intended to prevent the use of 
trucks in lieu of economical and efficient train service,” says 
the Commission. “It is not merely a question of length of haul 
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but includes a consideration of the traffic volume, its direc- 
tional flow, etc. Continued use of lightly loaded freight cars 
should be discouraged especially at a time when they may be 
utilized to better advantage. A modification of the prior con- 
dition which aids in attaining the maximum in operating effi- 
ciency, economy, and use of equipment is not only desirable 
but is required in the public interest.” 

The Commission found that condition 3, prior reports 21 
ro C. 773 and 28 M. C. C. 5, should be modified to read as 
ollows: 


No shipments shall be transported by applicants as a common 
carrier by motor vehicle from Richmond to Petersburg, Va., not in- 
cluding shipments moving from Richmond through Petersburg to points 
between Petersburg and Henderson, N. C., from Monroe to Charlotte, 
N. C., or from Charlotte to Monroe not including shipments moving 
from or to Rutherfordton, N. C., or points between Charlotte and 
Rutherfordton, nor between the following points or to or through or 
from more than one of said points: Richmond, Va., Henderson, Raleigh, 
Hamlet, Monroe, and Wilmington, N. C., Hartsville, Columbia, Garnett, 
and Greenwood, S. C., and Jacksonville, Tallahassee and Tampa, Fla. 


The Commission said it was of the opinion that the rail- 
haul condition should be eliminated as to the Tampa-Sebring 
route in keeping with its prior decisions. But, after explain- 
ing the operation, it said Tampa would be included as a key 
point in connection with applicants’ operations as a whole. 

Certificates, the Commission said, had already been issued 
in each of the applications and applicants would be expected, 
as of the effective date of the order herein, to surrender such 
certificates, whereupon an amended certificate conforming with 
the conclusions herein would be issued. 

In his dissent, Commissioner Lee said: 


In the report of the Commission on oral argument and reconsid- 
eration, 28 M. C. C 5, the majority found that the key point condition 
there prescribed should replace the original condition 3 prescribed 
by division 5. Thereafter, upon petition of applicants, the proceedings 
were reopened for further hearing ‘‘solely to determine whether con- 
dition 3 as set forth in the prior report, 28 M. C. C. 5, should be 
modified, and if so, the extent of such modification.’’ In the instant 
report a substantial modification of the key points is made upon a 
record, which the report itself indicates, is inadequate. For instance, 
the record contains no evidence of the volume of less-than-carload 
traffic moving between points on the lines of railroad operated by 
applicants. In petitions filed by the American Trucking Associations 
and the anti-trust division following the close of the last hearing the 
inadequacy of the record was pointed out and a further hearing was 
sought. These petitions were denied. In my opinion, the original 
condition 3 prescribed by division 5 should be retained. However, 
accepting the conclusions of the majority that the original condition 
should be replaced by a key point condition, I cannot approve the 
determination of key points upon the present inadequate record. The 
further hearing sought by the American Trucking Associations and the 
anti-trust division should be granted. 


Coordinated Rail-Motor Service 


Stating that this application marked the first major ven- 
ture of applicant into the transportation of freight by motor 
vehicle as its present operations in this field were confined to 
three short routes, one each in Iowa, Minnesota, and Wisconsin, 
and that if the venture proved successful, similar services 
might be instituted at other points on its system, the Com- 
mission, by division 5, in a report in MC 19778, Sub. 5, Chi- 
cago, Milwaukee, St. Paul & Pacific Railroad Co. (Henry A. 
Scandrett, Walter J. Cummings, 
Trustees), Extension—Wisconsin and Michigan, has granted 
a certificate, subject to conditions, authorizing the railroad 
to transport general commodities, by motor vehicle, over 
specified routes, between certain points on its rail lines in Wis- 
consin and Michigan, in coordinated service. 

In common with other western railroads, the report said, 
applicant had experienced substantial reductions in its less- 
carload traffic and revenues since 1928. In that year its less- 
carload traffic aggregated 1,507,733 tons and yielded $15,988,- 
450 in revenues, whereas, in 1940 this traffic had declined 
to 583,694 tons and $5,269,739 in revenues, reflecting decreases 
of 61.3 per cent in tonnage and 67 per cent in revenues for 
applicant’s entire system. In that period, the report said, less- 
carload tonnage originating or terminating at points in the 
states involved decreased 64.2 per cent in Wisconsin and 76.1 
per cent in Michigan, or more than the average decrease of 
61.3 per cent for the entire system. The relative importance of. 
less-carload traffic, it added, was illustrated by figures that 
showed that it produced 13.4 per cent as much revenue as car- 
load traffic in 1928 but only 5.9 per cent as much in 1940. In 
the latter year, less-carload traffic still remained important to 
applicant as it produced more revenue than each of the follow- 
ing commodities: Wheat, live stock, manufactured iron and 
steel articles, and automobiles and automobile parts. 

Applicant, the report said, had endeavored to retain less- 
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carload traffic to its rails by reductions in rates and by improve- 
ments in service, such as the speeding up of merchandise cars 
and the establishment of pick-up and delivery service. Despite 
its efforts, it said, the decrease in that traffic on certain lines 
had forced applicant to reduce its merchandise car service 
from a daily to a tri-weekly basis. In order to retain its 
present less-carload traffic and prevent further diversions, 
the report said, ‘applicant proposes to establish a coordinated 
rail-and-motor service between the points named in the instant 
application.” 

The report said that applicant had been authorized by the 
court having jurisdiction over its affairs to set up a subsidiary 
corporation and expend $50,000 for the establishment of the 
proposed motor vehicle operations in the event that certifi- 
cates were granted by the federal Commission and the state 
commissions of Wisconsin and Michigan. Appropriate applica. 
tions for intrastate certificates, it said, were pending before 
the state commissions. It pointed out that applicant had been 
granted authority to self-insure under the provisions of section 
215 of the act. Also, that it owned about 50 units of line-haul 
equipment, some of which could be used in the proposed service 
if other equipment could not be purchased. Its manager of 
motor transportation, the report said, estimated that a minimum 
of 14 units would be required initially. He contemplated the 
purchase of tractor-trailer combinations, having a pay-load 
capacity of 10 tons, some of which would be equipped with 
refrigerated bodies. As to the proposed routes, in the report, 
in part, said: 


The proposed motor routes would parallel applicant’s so-called 
Superior division between Milwaukee, Wis., and Stambaugh, Mich., 
and would extend to the branch line points of Oconto and Marinette, 
Wis., and Menominee, Mich. Northbound, merchandise cars from 
Chicago would break bulk at Milwaukee, Plymouth, and Green Bay, 
Wis., and motor vehicles would distribute shipments to way-stations 
along the proposed routes. Southbound, motor vehicles would collect 
shipments at these way-stations for consolidation into merchandise cars 
at the same break-bulk points. The motor vehicles would accommo- 
date less-than-carload traffic formerly handled on way-freight trains, 
which would still continue in operation for the transportation of car- 
load freight and the switching of cars at way-stations. The motor 
vehicles would provide station-to-station service from and to points 
which are stations on applicant’s rail lines. Shipments in truckload lots 
would be transported direct between the premises of consignor and 
consignee, but other shipments would be handled through freight sta- 
tions. Collection and delivery service would be furnished by local 
drayage operators where such arrangements are in effect. All ship- 
ments transported by motor vehicle would move under the billing, 
rates, and rules applicable to rail traffic. 


Under the proposed rail-and-motor schedules, the report 
said, shipments would be delivered as much as 24 hours earlier 
than under present all-rail schedules. For example, it said, 
shipments from Chicago to Iron Mountain and points north 
thereof would be delivered on the first morning instead of on 
the second morning as at present. Although shipments from 
Chicago to Marinette and Menominee now arrived at those 
points on the first afternoon, they were not delivered until the 
second morning, whereas, they would be delivered on the first 
morning under the coordinated schedules. 

In addition to providing earlier deliveries, the report said, 
the proposed motor vehicle operations would result in more 
efficient use of rail equipment. It was estimated, it said, that 
the proposed motor vehicle operations would permit the release 
of 17 merchandise cars a day from service on the Superior di- 
vision. This, it added, was equivalent to the release of 425 
cars in an average working month of 25 days and represented 
a reduction of 50 per cent in the number of merchandise cars 
presently used on that division. Another result of the Co- 
ordinated service would be the speeding up of carload traffic 
as way-freight trains would not be delayed by the loading and 
unloading of less-carload shipments. 


Nineteen shipper-witnesses interested in making less-cal- 
load shipments, the report said, supported the application In 
the belief that the coordinated rail-and-motor service would be 
an improvement over the present less-carload rail service that 
they had found generally slow and inadequate. The Chicago 
& North Western Railway Co. intervened in support of the 
application. 


The American Trucking Associations, Inc., Wisconsin Motor 
Carriers Association, Wisconsin State Conference of Truck 
Drivers, Wisconsin Legislative Board of the Brotherhood of 
Railroad Trainmen, and several motor carriers, the report said, 
opposed the application. Protestants, it said, contended that 
applicant should attempt to coordinate its rail service with the 
facilities of existing motor common carriers instead of seeking 
to establish new motor vehicle operations. They expressed thelf 
willingness to revise their schedules, add to their equipment, 
and seek additional operating rights insofar as necessary for 
the establishment of a coordinated service with applicant. How- 
ever, the report said, they presented no specific plan of C0 
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ordination in respect of the routes here involved. The reasons 
advanced by applicant against a plan to utilize the facilities of 
existing carriers, the report said, were similar to those con- 
sidered and passed on by the Commission in Kansas City 
Southern Transport Co., Inc., Common Carrier Application, 28 
M. C. C. 5. There the conclusion was reached that coordinated 
service through the voluntary cooperation of existing motor 
carriers would not be practicable, and that the useful public 
purpose that the proposed operations would serve could not be 
achieved effectively through the use of existing facilities. A like 
conclusion, the report said, was warranted here. 

The report said there could be no doubt that the proposed 
rail-and-motor service would serve a useful public purpose. 
It said it “is obviously more economical and efficient to sub- 
stitute a motor vehicle for a merchandise car when, as hereto- 
fore seen, the car only carries an average load of 3.67 tons.” 
Continuing, in part, it said: 


The primary purpose of the proposed coordinated service is to 
enable applicant to retain less-than-carload traffic rather than to divert 
traffic from other carriers. It proposes to use through merchandise 
cars between break-bulk points and motor vehicles between such points 
and way-stations on its rail lines. The application names the break- 
pulkk points of Milwaukee, Plymouth and Green Bay. This calls for 
the establishment of motor divisions of the following lengths: Milwau- 
kee-Plymouth, 54 miles; Plymouth-Green Bay, 62 miles; and Green 
Bay-Stambaugh, 152 miles. The last division is of disproportionate 
length and the operation of motor vehicles over such a long distance 
presents questions of operating economy and efficiency as to which the 
record is silent. Applicant merely explains that it has no train service 
north of Green Bay which could be used satisfactorily in conjunction 
with motor vehicle operations. A through merchandise car is presently 
operated between Chicago and Iron Mountain, and, while the proposed 
schedules contemplate the release of this car, applicant admits that it 
may be desirable to make Iron Mountain a break-bulk point in the 
future. We see no valid reason why this car should not continue in 
service to Iron Mountain and break bulk at that point. This would 
permit motor vehicles to be used over much shorter runs, 102 miles 
between Green Bay and Iron Mountain, and 50 miles between Iron 
Mountain and Stambaugh. We conclude that break-bulk or key points 
should be established at Milwaukee, Plymouth, Green Bay, and Iron 
Mountain, and that the proposed service should be made subject to 
the so-called key point condition and other appropriate conditions as 
discussed in Kansas City S. Transport Co., supra. As thus restricted, 
the proposed service would not endanger or impair the operations 
of existing motor carriers contrary to the public interest. 

Protestants challenge applicant’s qualifications to perform the 
proposed service in view of its intention to form a subsidiary cor- 
poration for the purpose of conducting motor vehicle operations. They 
also refer to applicant’s lack of personnel with experience in motor 
carrier operations and the present difficulty of procuring equipment. 
Applicant now conducts certain motor vehicle operations, employs a 
manager of motor transportation, and owns about 50 units of. line- 
haul equipment, some of which could be used in the proposed service. 
It is the applicant in this proceeding and we can only consider its 
qualifications. If a suosidiary corporation is formed to conduct motor 
vehicle operations, the qualifications of the subsidiary will then become 
a matter for our consideration. Compare Chicago, R. I. & P. Ry. Co. 
Ext.-Iowa, Mo., Kans. and Neb., 30 M. C. C. 621. We are of the 
opinion that applicant is fully qualified to perform the proposed 
service to the extent authorized herein. 


Bankruptcy Service Interruption 


Adhering to its Supreme Court approved decision in Gregg 
Cartage & Storage Co., Common Carrier Application case, 21 
M. C. C. 17, that interruption of service by reason of bank- 
ruptcy is an interruption over which the carrier has control, 
the Commission, by division 5, has denied applications in MC 
29556, C. Lewis Lavine, Inc., Contract Carrier Application, and 
MC 29645, C. Lewis Lavine, Common Carrier Application. The 
proceedings were on further hearing. 

In MC 29645, the common carrier application, the Com- 
mission denied a common carrier certificate to the applicant on 
the ground that the applicant and its successors in interest had 
ailed to establish they were in operation as a common carrier 
of general commodities, with exceptions, on June 1, 1935, and 
continuously since then between points in New York, New 
Jersey and Pennsylvania, over irregular routes. 

_ In the title application the Commission made a similar find- 
ing as to contract carrier operations between designated points 
in the three states mentioned, over irregular routes. The prior 
report was made in 14 M. C. C. 555. In that prior report, the 
Commission found the applicant entitled to continue grand- 
ather date operations as a common carrier. 
_ On petition of the Joint Northeastern Motor Carrier Asso- 
ciation, Inc., and two other protestant motor carriers the pro- 
ceeding was reopened for further hearing. The applications, 
the report said, were opposed at the further hearing by rail 
and motor carriers, associations of such carriers and by C. 
wis Lavine, owner and principal officer of the applicant. 
Viduals doing business as Super Motor Service, intervened 
M support of the applications. At the hearing and on brief in 
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No. 29645, according to the report, the interveners, purchasers 
of applicant’s operations, urged the irregularity of assigning the 
proceedings for further formal hearing and moved dismissal for 
the reason that the authority requested had been previously 
granted. Interveners’ position, said the report, was that, 
although a certificate had not been issued authority had pre- 
viously been granted and that the issuance of a certificate was 
merely an administrative act; and that the Commission did not 
have authority to reopen the proceedings or reconsider the 
operating rights previously authorized. 

After setting forth the provisions of section 204(e), in effect 
at the time or reopening and the applicable provisions of the 
amended act, as contained in section 17(6) (7), the Commission 
said it was clear it had ample authority to reopen the pro- 
ceedings, nothwithstanding the fact that a certificate was 
authorized in the prior proceedings, and to receive evidence 
which would permit of a determination of the issues presented. 
The motion to dismiss the proceedings on the further hearing 
and permit the prior decision to stand, was denied, and the 
issues were determined in the light of the evidence adduced 
at the further hearing. 

The primary question, the report said, was whether the 
applicant was in bona fide operation on the grandfather date 
and since. The question of bona fide came up on account of 
bankruptcy. That brought in the principle laid down in the 
Gregg Cartage case, the result of the application of the prin- 
ciple in that case being the denials. 


Wider Motor Carrier Authority 


On further hearing, the Commission, by division 5, in MC 
37417, Charles Burnett Trucking Co., Common Carrier Applica- 
tion, has broadened the authority granted in the original report, 
17 M. C. C. 34. The Commission now finds the applicant entitled 
to continue operation, as a common carrier of general com- 
modities, with the customary exceptions, between Trenton, 
N. J., and New York, N. Y., over regular routes by reason of its 
operation on the grandfather date and since. 

In the original certificate the applicant was authorized to 
operate as a carrier of general commodities in a delimited area 
in New York and New Jersey, and wire-mill raw materials and 
products between Trenton, on the one hand and points in the 
delimited area in New York, over irregular routes. 

The Commission, in this report said there was no inten- 
tion to restrict the operation to service for particular types 
of shippers and, in addition, to wire mill companies. It said 
other shippers were occasionally served. In disposing of this 


application the Commission reiterated what it had theretofore 
said, as follows: 


In Reliance Trucking Co., Inc., Contract Carrier Application, 4 
M. C. C. 594, we held that the word ‘‘operation’’ is not to be too nar- 
rowly construed and that, in this connection, a carrier’s holding out 
must also be considered. We further said that we do not require 
proof, in granting ‘‘grandfather’’ certificates authorizing the trans- 
portation of general commodities, that each and every commodity with- 
in that description has actually been carried, but, that the question 
is whether there has been a general commodity holding out and an 
operation within the ‘‘grandfather’’ period consistent therewith in 
the natural and normal course of business. While unsatisfactory in 
certain respects, the evidence herein is sufficient, in our opinion, to 
support a finding that the operation was on June 1, 1935, and since, 
has been that of a common carrier of general commodities, with cer- 


tain exceptions, between Trenton and New York City, over the above- 
specified routes. 


S. A. L. Auxiliary Service 


The Commission, by division 5, in MC 86687, Sub. No. 20, 
Seaboard Air Line Railway Co., receivers, motor operation, 
Hamlet—Monroe, N. C., embracing also MC 86687, Sub. No. 28, 
Seaboard Air Line Railway Co., receivers, extension—Hamlet— 
Monroe, N. C., in a technical sense has granted the applications 
in part and denied them in part. 

In MC 86687, Sub. No. 20, it said the applicants were not 
entitled to a certificate under the grandfather provision as a 
common carrier of general commodities between Hamlet and 
Monroe, N. C., over U. S. highway No. 74. That denial was 
based on the fact that the receivers ceased operation January 
1, 1935, and did not resume them until June 3, 1935. The 
receivers contended that in that period their train service was 
such that they did not need the motor service. 

The Commission said it might be that the service rendered 
by train was equivalent to that previously rendered by motor 
vehicle but that obviously train operation was not motor vehicle 
operation and the resumption of motor vehicle service on June 3, 
1935, following a voluntary suspension for five months did not 
meet the grandfather requirements of the motor carrier act. 

In MC 86687, Sub. No. 28, the Commission, however, found 
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the railroad receivers were entitled to a certificate to carry 
general commodities between Hamlet and Monroe, N. C., over 
U. S. highway 75, serving all intermediate and off route points 
which were stations on their rail line subject to the following 
conditions: 


1. The service by motor vehicle to be performed by applicants 
shall be limited to service which is auxiliary to, or supplemental of, 
their rail service. 


2. Applicants shall not serve any point not a station on their rail 
line. 


3. No shipments shall be transported by applicant as a common 
carrier by motor vehicle between the following points, or to or through 
or from more than one of said points: Hamlet and Monroe, N. C. 

4. Such further specific conditions as we, in the future, may find 
it necessary to impose in order to restrict applicants’ operations by 
motor vehicle to service which is auxiliary to, or supplemental of, 
their rail service. 


Commissioner Mahaffie concurring in part, said he would 
not impose condition No. 3. 


Port Row Over Carpeting Rates 


Port equalization, truck competition and rail-barge com- 
petition are some of the things brought forward by the parties 
interested in a proposal made by rail lines to increase the rate 
on carpeting and other floor coverings from New Orleans to 
Muskogee, Oklahoma City and Tulsa, Okla., from 58 to 68 
cents and suspended in I. and S. No. 4904, Carpeting, New 
Orleans to Oklahoma. The Commission, by division 2, found 
the proposed increase to be just and reasonable, vacated the 
suspension order and discontinued the proceeding. 

The proposal was made by southwestern railroads at the 
instance of Houston, Tex., port interests, the report declared. 
The tariffs were suspended on protests of the New Orleans 
Joint Traffic Bureau, the Pan Atlantic Steamship Corpora- 
tion, the Texas & Pacific Railroad, one of the parties to the 
tariffs making the increase, and manufacturers and shippers 
of linoleum and floor covering in official territory. 

An anomalous situation was shown when the Texas & 
Pacific, Kansas City Southern, Louisiana & Arkansas, the Kan- 
sas, Oklahoma & Gulf, the Midland Valley and the Oklahoma 
City-Ada-Atoka Railway Co. appeared in opposition to the 
tariffs to which they were parties. The rate was published 
at the instigation of the Santa Fe which serves the Texas 
ports. The Commission said that while technically respondents, 
the carriers which opposed the filing of the increase were 
actually protestants. 

According to the report the 58-cent rate is a truck com- 
petitive rate established from the Texas ports on account of 
truck competition, particularly from Houston, not prevalent 
at New Orleans. It was established, said the report, to meet a 
truck rate of 60.75 cents from shipside, Houston to Oklahoma 
City and later extended to the other Oklahoma points. The 
railroads urged, said the report, that if the rail rates remained 
the same from New Orleans and the Texas ports, shipments 
could be made from New Orleans by barge and rail by way 
of Memphis, at rates lower than those from Texas ports, due 
to the barge-rail differentials. But the Commission said that 
no shipments had been made over that route, and since the 
route was an impracticable one, due to the slowness of move- 
ment and an additional transfer of lading, none was contem- 
plated in the future. 

The Pan Atlantic Steamship Corporation and Seatrain 
Lines, Inc., urged, said the report, that the port of New 
Orleans be kept open for this traffic in view of the curtailed 
service to the Gulf ports and the necessity for their lines to 
have additional ports of delivery. 

The proposed rate, said the report, was certainly not in 
excess of a reasonable maximum rate on local traffic and that 
this record showed no compelling reason why the Commission 
should require that from New Orleans the present rate, equal 
to the truck-competitive rate from Houston, should be con- 
tinued. 


Motor Exemption Case 


Guided by the Commission’s decision of April 6, 1942, in L. 
M. Slocum, Application for Exemption, division 5, in a report in 
MC 94192, Sub. 1-EX, Louis A. Heim, Aurora, Ill., Exemption 
Application, has denied applicant a certificate exempting him 
from compliance with part II of the interstate commerce act in 
connection with the transportation of fresh meats, packing- 
house products, and other commodities handled by meat packers, 
in interstate or foreign commerce, between Aurora, IIl., on the 
one hand, and points in Illinois within 75 miles of Aurora, on 
the other. The Commission found such transportation, solely 
within Illinois, not to be of such nature, character, or quantity 
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as would not if exempted, substantially affect or impair uni- 
form regulation of transportation by motor carriers engaged in 
interstate or foreign commerce, in effectuating the national] 
transportation policy. The application was opposed by Hayes 
Freight Lines, Inc., and certain organizations of motor carriers, 

“The only reason given by applicant for seeking the ex. 
emption is that some expense, which he could not estimate 
would be saved by him if he were not required to comply with 
the rules and regulations of this Commission,” says the Com- 
mission. “Under his local carrier certificate from the state of 
Illinois, applicant holds authority to transport general com. 
modities in intrastate commerce from Aurora to all the points 
he now serves for Morrell (John Morrell & Co., a meat packer 
at Ottumwa, Ia.). Protestants contend that if applicant is 
granted a certificate of exemption, they will be at a marked 
disadvantage in competing with applicant, since they must 
comply with our rules and regulations as well as those of the 
Department of Public Works of the State of Illinois, whereas 
applicant will be obliged to comply only with the rules and 
regulations of the latter which has no authority to fix rates, 
They point to the fact that under the laws of Illinois, a driver 
may drive for 12 hours continuously while he is permitted to 
drive only 10 hours under the hours of service prescribed by 
this Commission.” 

The Commission said applicant should discontinue his 
present interstate operations until appropriate authority there- 
for had been obtained. Commissioner Mahaffie noted a dissent. 


ROCK ISLAND REORANIZATION FEES 


The Commission, by division 4, in a supplemental report in 
Finance No. 10028, Chicago, Rock Island & Pacific Railway 
Co. Reorganization, has, on petitions for rehearing, reconsidera- 
tion, modification, oral argument and other relief, modified its 
report and order of February 11, 1942, fixing maximum limits 
of final allowances of compensation for services rendered and 
expenses incurred to February 1, 1941, in connection with the 
debtor’s reorganization proceedings and plan, as follows: 


The maximum limit of allowance for services rendered by the 
Chase National Bank of the City of New York, trustee under the 
indenture securing the convertible bonds of the debtor, is fixed at 
$20,090. 

The amount deducted from the claim of the protective committee 
for the holders of 7 per cent and 6 per cent preferred stock for 
accruals of interest on promissory notes issued by the committee for 
certain services should be changed from $6,643.73 to $4,035.01. As 
thus modified the maximum limit of allowances for expenses incurred 
by the preferred stockholders’ protective committee is _ fixed at 
$45,345.92. 


The Commission said its attention had been directed to 
an error in its report and order of February 11, 1942, wherein 
it stated that $6,643.73 should be deducted from the claim of 
the protective committee for holders of 7 per cent and 6 per 
cent preferred stock for accruals of interest on promissory 
notes issued by the committee for certain services. On review, 
it said it found that of that amount $2,608.72 was for interest 
on cash advances funded into notes. The allowance to the 
committee, it concluded, should be increased by the latter 
amount. 


WATER DEPRECIATION RATES 


The Commission, by sub-orders WD1 to WD6, inclusive, 
has, in accordance with the provisions of the uniform system 
of accounts for carriers by water, order of December 11, 1941, 
prescribed depreciation rates applicable to the transportation 
property of the following carriers: Campbell Transportation 
Co., Detroit & Cleveland Navigation Co., Ford Navigation Co., 
Great Lakes Transit Corporation, Inland Waterways Corpora- 
tion, and Norfolk & Washington, D. C., Steamboat Co. The 
rates are set forth in a compilation, dated July 31 and entitled 
“Depreciation Rates of Carriers by Water.” 


WARTIME TRUCK OPERATIONS 
Exercising its power under the second war powers att, 
1942, to authorize service by motor carriers for the period of 
the war but not beyond December 31, 1944, the Commission, 
division 5, in a report on reconsideration in MC 75628, Sub. No. 
2, Chief Refrigerator Truck Lines, Inc., Kansas City, Mo. 
Extension of Operations, has reversed its findings in the prior 
report (29 M. C. C. 816) by denying the application for per 
manent authority to operate as a motor common carrier of 
tires, tubes and tire treads between Memphis, Tenn., and Kat- 
sas City, Kan., over a regular route, serving Kansas City, 
Mo., as an intermediate point, but has granted temporary 
authority for such transportation until December 31, 1944, “by 
reason of the present emergency.” 
In MC 52669, Sub. No. 2, C. C. Britt, Rocky Mount, N. C: 
Extension—Tobacco and Lumber, the Commission, by division 
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5, has granted a certificate to operate as a common carrier of 
jeaf tobacco from points in Georgia, South Carolina and Vir- 
ginia to Rocky Mount, N. C., and empty containers in the 
reverse direction, over irregular routes. It denied permanent 
authority for the transportation of lumber from and to points 
in North Carolina, South Carolina, Virginia, Maryland, Penn- 
sylvania, Delaware, New Jersey and the District_of Columbia, 
put authorized temporary authority, expiring December 31, 
1944, under power granted in the second war powers act, 
1942, “by reason of the present war emergency.” 


TANKAGE NAMES AND RATES 


After puzzling over the dozen or more names used to 
describe what is generally known as tankage, the Commission, 
by division 2, in No. 28037, Buffalo Meat Products, Inc. vs. 
Boston & Albany, et al., came to these conclusions: 


That the commodity described by the complainant as dry rendered 
tankage was in fact feeding tankage, that is, for animals or poultry, 
and therefore subject to sixth class rates; that the commodity de- 
scribed by the complainant as wet rendered tankage was in fact tank- 
age N. O. I. B. N. and therefore subject to column 22.5 rates. 


The complainant alleged that the rates charged or sought 
to be charged on certain of its inbound shipments of tankage, 
shipped from points in official territory in the years 1935 to 
1938, inclusive, were inapplicable. The complainant asked for 
the determination of the applicable ratings and rates and an 
award of reparation. 

If complainant made shipments of tankage N. O. I. B. N., 
on which it paid or bore the charges at rates higher than those 
found applicable, said the report, it was damaged and was 
entitled to reparation. The test as to whether the tankage was 
a feeding tankage or a fertilizer material adopted by the Com- 
mission was as to whether it was used as an animal or poultry 
feed. It said that while the use to which an article was 
put could not determine the applicable rate, use was helpful 
in determining what the article might be. 


NEW HAVEN REORGANIZATION 


By an amendatory order in Finance No. 10992, New York, 
New Haven & Hartford Railroad Co., Reorganization, the Com- 
mission, division 4, has modified and corrected its order of 
August 27, 1941, fixing maximum limits of final allowances of 
compensation for services rendered and reimbursement for 
expenses incurred by various parties in connection with the 
reorganization proceedings and plan, by fixing, in lieu of $3,- 
158.71, the sum of $4,158.71 as the maximum limit of expenses 
incurred by the Reconstruction Finance Corporation, exclusive 
of expenses relating to the services and disbursements of its 
special counsel. 


DANGEROUS ARTICLES REGULATIONS 


_ The Commission, by division 3, in No. 3666, the proceeding 
in which it prescribes additional regulations for the handling 
of explosives and other dangerous articles, has prescribed regu- 
lations, effective on the date of the service of the order which 
was promulgated on July 31. At the same time it adopted 
Specifications for containers, including a tank car tank, and 
cargo tanks for tank car motor vehicles. There are also 
regulations to be observed by shippers. The regulations apply 
to both common and contract carriers by motor vehicles, as 
well as carriers by railroad and water. 


_ Asa result of conferences held with regard to the regula- 
tions when they were proposed ‘the Commission adopted them 
without formal hearings, a procedure it has been following 
for many years. 


SHORT LINE RAILROAD CLAIMS 


In a report in Finance No. 5252, Deficit Status of Death 
Valley Railroad Co., the Commission, by division 4, has found 
that carrier not entitled to benefit under section 204 of the 
transportation act, 1920, as amended January 7, 1941, and 
Ismissed its claim in the amount of $72,918.50 which was re- 
opened for reconsideration pursuant to the amended section 
of that act. The claim, previously dismissed, in 105 I. C. C. 
— under the principles announced in Deficit Status of Bing- 
am & Garfield Railway Co., 99 I. C. C. 724, covered the period 
from January 1, 1918, to February 29, 1920, inclusive. The 
carrier was under federal control from January 1, 1918, to 
June 30, 1918, inclusive, and was privately operated for the 
remaining portion of the period of federal control. The Com- 
Mission said that owing to the incompleteness of the records, 
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it was impossible to ascertain what amount, if any, was pay- 
able to the company under section 204, hence the dismissal. 


MULLER WATER OPERATION 


The Commission, division 4, has issued a certificate in 
W-264, Muller Boat Co., Common Carrier Application, author- 
izing the applicant to continue operation as a common carrier 
by self-propelled vessels, in the season from May to October, 
inclusive, in the transportation of passengers on the St. Croix 
River in round-trip excursion service from and returning to 
Taylors Falls, Minn. It found the applicant to have been en- 


gaged in such operation on January 1, 1940, and continuously 
since. 


Southern Passenger Fares 


The Commission has authorized southern railroads to in- 
crease their basic fare for passengers riding in coaches from 
1.65 cents a mile to 2.2 cents a mile. That authorization will 
make 2.2 cents the basic fare of Class I railroads throughout 
the country. How soon the southern carriers would undertake 
to put the higher fares into effect was not known at the Com- 
mission when it granted the authorization. 

According to the estimate of the southern carriers based 
on the business at the first quarter of this year the increase 
will yield $13,891,008. They declared, in asking for authority 
to increase the basic fare, that that would be sufficient to 
wipe out their operating deficits and yield a slight contribu- 
tion to return on investment. 

The Commission authorized the increase by modifying its 
order in Ex Parte 148. The southern railroads first asked the 
Commission to increase the basic fare to 2 cents and then to 
add 10 per cent to that. The Commission, however, took a short 
cut and authorized them to bring up the fare from 1.65 to 2.2. 
The basic fare displaced was the result of a ten per cent in- 
crease which the carriers imposed on their old basic fare of 
1.5 cents a mile. 

Some of the affected railroads have been charging a basic 
fare of 2 cents a mile. Fifty-two of them however, have been 
using 1.65 cents as the foundation for their fares. 


Texas Port Equalization Changes 


Acceding to requests of the railroads for modifications in 
the prior report in No. 28235, Port Commission of the City of 
Beaumont, Tex., et al. vs. Abilene & Southern et al., 251 I. C. C. 
137, the Commission, by division 3, in a report written by Com- 
missioner Alldredge, has revised those findings in respect of 
the manner of computing rates for the removal of undue 
prejudice and preference. The revised findings are to be effec- 
tive October 22. They are as follows: 


Amended finding No. 5.—We further find that rates between 
points in Texas and eastern New Mexico (except the territory covered 
by findings Nos. 1 and 4), and Beaumont, on the articles and traffic 
described in finding No. 1 from and to eastern New Mexico and in 
finding No. 4 from and to Texas, are not unreasonable but are, and 
for the future will be, unduly prejudicial to Beaumont and unduly 
preferential of the Houston-Galveston group, and that lawful and non- 
prejudicial rates to and from Beaumont for the future will be con- 
structed as follows: 

Where the rates to and from Galveston are grouped with Houston 
on the basis of the rates for the mileages to or from Houston plus 15 
miles, including class rates for distances over 200 miles from or to 
Houston, as prescribed in the twenty-first supplemental report in the 
Consolidated Southwestern cases 205 I. C. C. Go 1, the rates to or from 
Beaumont will be made on the basis of the class scale for the actual 
distances between the same points and Beaumont. Between points 
where rates to Galveston are grouped with Houston on the basis of 
the rates for the mileages to or from Houston, without the addition of 
15 miles, including (1) column rates for all distances (mainly beyond 
150 miles, as hereinbefore explained); (2) specific commodity rates for 
all distances beyond Houston; and (3) class rates for distances between 
150 and 200 miles, all from Houston, the nonprejudicial rates to or from 
Beaumont will be made as follows: (1) Apply the column rates for 
the distances between the same points and Beaumont, minus 15 miles; 
(2) determine the percentages which the specific commodity rates to 
or from Houston are of the first-class rates from or to Houston and 
apply those percentages to the first-class rates for the distances be- 
tween the same points and Beaumont; and (3) apply the class rates 
between the same points for the distances to Beaumont, minus 15 miles. 

Where commodity rates are made to or from Galveston or Houston, 
without grouping of the two ports, the commodity rates to or from the 
same points from or to Beaumont will be on a percentage of first 
class, for actual distances to or from Beaumont, corresponding to that 
at Galveston or Houston. 

This finding is not to be construed as requiring grouping of Galves- 
ton and Houston for distances less than 150 miles from Houston, and 
in instances where a deduction of 15 miles is authorized from Beau- 
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mont’s distanc, the finding may be compiled with in the alternative 
by increasing Houston's distances 15 miles. 


Other findings in the prior report not in conflict herewith are 
affirmed. 


Commissioner Johnson dissented, saying he did so be- 
cause he did not agree with the original report. 

In the closely related but not joined report, in No. 28259, 
Nueces County Navigation District No. 1 vs. A. & S. et al., the 
Commission, division 3, in a report also written by Commis- 
sioner Alldredge, revised finding No. 2 of the prior report, 251 
I. C. C. 115, pertaining to the computation of rates for the 
removal of undue prejudice and preference. In disposing of the 
petition for changes the Commission amended the finding in 
question to read as follows: 


Amended finding 2. That the assailed class and commodity rates, 
applicable to import and export traffic, other than that covered by 
finding No. 1, in carloads, between the port of Corpus Christi and 
points in Arkansas, Colorado, Kansas, New Mexico, and Oklahoma; 
(2) to import, export, coastwise, and intercoastal traffic, between Cor- 
pus Christi and points in Texas; and (3) the commodity rates on 
potash, in carloads, applicable to coastwise traffic, from Carlsbad and 
Loving, N. Mex., to Corpus Christi are, and for the future will be, 
unduly prejudicial to the extent that the rates to and from Corpus 
Christi are higher, distance considered, than rates on like traffic be- 
tween the same interior points and the ports of Houston, Galveston, 
and Texas City. Rates under this finding will be determined as follows: 

Where the rates to or from Galveston are grouped with Houston 
on the basis of the rates for the mileages to or from Houston plus 15 
miles, including class rates for distances over 200 miles from or to 
Houston, as prescribed in the twenty-first supplemental report in the 
Consolidated Southwestern Cases, supra, the rates to or from Corpus 
Christi will be made on the basis of the class scale for the actual dis- 
tances between the same points and Corpus Christi. From or to 
points to or from which the rates from or to Galveston are grouped 
with Houston on the basis of the rates for the mileages to or from 
Houston, without the addition of 15 miles, including (1) column rates 
for all distances (mainly beyond 150 miles, as hereinbefore explained), 
(2) specific commodity rates for all distances to or from Houston, and 
(3) class rates for distances between 150 and 200 miles, all from Hous- 
ton, apply (1) the column rates for the distances between the same 
points and Corpus Christi, minus 15 miles; (2) the percentages which 
the specific commodity rates to or from Houston are of the first-class 
rates from or to Houston to the first-class rates for the distances to or 
from the same points and Corpus Christi; and (3) the class rates from 
and to the same points for the distances to and from Corpus Christi, 
minus 15 miles. 

Where commodity rates are made to or from Houston or Galves- 
ton, without grouping of the two ports, the commodity rates between 
the same points and Corpus Christi will be on a percentage of first 
class, for actual distances to Corpus Christi, corresponding to that at 
Houston or Galveston. 


This finding is not to be construed as requiring grouping of Galves- 
ton and Houston for distances less than 150 miles from Houston, and 
wherever it provides for a deduction of 15 miles from Corpus Christi’s 


flistances, compliance may be made in the alternative by increasing 
Houston's distances by 15 miles. 


Commissioner Johnson dissented. 


Railroad Abandonments 


Disturbed, they say, by requisitioning of rails and track 
fastenings by the government, rail labor leaders through their 
Railway Labor Executives’ Association have appointed a com- 
mittee to investigate the facts. The committee is composed of 
J. G. Luhrsen, executive secretary of the association; E. E. 
Milliman, president of the maintenance of way employes, and 
C. J. Goff, assistant president of the firemen and enginemen. 

What was particularly disquieting was the War Production 
Board’s “short-circuiting” of legal procedure provided by the 
interstate commerce act with respect to abandonment of lines, 
said the labor leaders who questioned the contention of W. P. B. 
officials that President Roosevelt had the power to order the 
requisitioning of tracks and fastenings regardless of whether 
or not the Commission had authorized abandonment. 

“It would seem that only a declaration of martial law by 
the President would justify the suspension of laws now on the 
books governing procedure for railroad abandonments,” said 
the labor association. 


Mr. Luhrsen said “drafting” of many miles of railroad 
“makes it quite clear that the railroads expect to accomplish 
abandonments they have sought for many years by taking 
advantage of the war situation.” 

A point made by Mr. Luhrsen was that railroad employes 
had protection against losses by reason of abandonments in pro- 
ceedings before the Commission but that if lines were req- 
uisitioned as they had been by the government neither the 
railroads nor the commission could be held liable for com- 
pensation to the employes affected. 


Authority for government requisitioning of rails and track 
fastenings, according to W. P. B. officials, is found in the act 
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of oe 16, 1941, providing for requisitioning of war ma. 
terial. 

The act in question provides that whenever the President 
“during the national emergency declared by the President on 
May 27, 1941, but not later than June 30, 1943, determines that 
(1) the use of any military or naval equipment, supplies or 
munitions, or component parts thereof, or machinery, tools or 
materials necessary for the manufacture, servicing, or operation 
of such equipment, supplies or munitions is needed for the de. 
fense of the United States; (2) such need is immediate ang 
impending and such as will not admit of delay or resort to any 
other source of supply; and (3) all other means of obtaining 
the use of such property for the defense of the United States 
upon fair and reasonable terms have been exhausted, he js 
authorized to requisition such property for the defense of the 
United States upon the payment of fair and just compensation 
for such property to be determined as hereinafter provided, and 
to dispose of such property in such manner as he may deter. 
mine is necessary for the defense of the United States.” 

W. P. B. officials point out in connection with requisition. 
ing by the government of rails and fastenings thus far the 
proceedings have been “friendly” so far as the railroads ip. 
volved are concerned—in other words the railroads are not 
opposing such disposition of the track and fastenings involved, 
Though the government had taken such material in lines as to 
which the Commission had not authorized abandonment, it was 
said, all lines involved had been proposed for abandonment by 
railroads in applications filed with the Commission. 

The Railway Labor Executives Association will hold a 
special meeting August 11 at the Morrison Hotel, Chicago, to 
consider the railroad abandonment situation and to decide ona 
plan of action. 


Frisco Abandonment 


The Commission, by division 4, in Finance No. 13609, St. 
Louis-San Francisco Railway Co. Trustees Abandonment, has 
issued a certificate, effective 30 days from July 28, permitting 
abandonment by the trustees of that road of the Frisco’s 91- 
mile line extending from a point near McNair, Ark., to a 
point near Fort Gibson, Okla., the rails and fastenings of which 
have been requisitioned by the government. Early in July the 
government issued an order requisitioning and taking pos- 
session of the rails and track fastenings in the line. As the 
result thereof, the Commission canceled the oral argument 
assigned for July 20 on the Frisco’s application to abandon 
(see Traffic World, July 18, p. 142, and July 25, p. 202). 

In its report, the Commission said it found that the present 
and future public convenience and necessity permitted aban- 
donment of the line. No mention was made, however, of the 
government’s taking possession of the rails and track fastenings. 
It said the applicants had shown that the branch had been op- 
erated under deficits ranging from $12,475 to $66,919 in the 
last five years and that relocation of a portion of the branch, 
8.25 miles long, that would be inundated by the waters of 
a dam to be built by the U. S. Government on the Grand River 
about 4 miles north of Fort Gibson, would require an expendi 
ture of about $500,000. Protesting interests, who urged that 
the line be continued in operation at least for the duration of 
the present emergency chiefly because of fear that the tire 
shortage would eliminate truck transportation, the report sai, 
did not deny that the trucks had contributed largely to the 
diminishing use of the branch. The Commission said there 
was no doubt that discontinuance of the branch would result 
in some loss and inconvenience to the shippers, but on the 
other hand the record “clearly showed that continued opera 
tion would impose an undue and unnecessary burden upon the 
applicants and upon interstate commerce.” 

The Commission said the certificate was issued with the 
“express understanding” that it (the Commission) retained 
jurisdiction of the question of authority to impose conditions 
for the protection of employes adversely affected by such 
abandonment. The railroad brotherhoods asked the Commis 
sion to retain jurisdiction in that respect. The brotherhoods 
submitted evidence showing that the abandonment would rr 
sult in the elimination of one train crew of five men, seven 0 
eight station agents, six section foremen, and 19 track labor 
ers. Practically all such employes, it was stated, had dis 
placement rights on the Frisco’s central division that would 
be exercised in accordance with their seniority status. 

The net salvage value of the line, the report said, was est 
mated by the applicants to be $218,330. 


L. A. & S. L. and U. P. Abandonment 


Despite predictions of protestants that the considered litt 


would be needed to transport tungsten ore proposed to 
mined at a point near the line, the Commission, division 4, in 
report in Finance No. 13611, Los Angeles & Salt Lake Railroa 
Co. et al. Abandonment, granted permission to the applicat! 
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to abandon, and permission to the Union Pacific to abandon 
operation of the trackage in question, applicant’s Frisco branch, 
extending from Milford, Utah, to the end of the line at Frisco, 
Utah, approximately 16.42 miles. 

The Commission said its certificate authorizing the aban- 
donment would be made effective from and after 60 days from 
its date, and that the certificate would provide that the ap- 
plicant should sell the line to any person, firm or corporation 
offering, within 60 days from the date thereof, to buy the line 
for continued operation and willing to pay therefor a price 
not less than its fair net salvage value. Commissioner Miller 
noted a dissent. The report showed that the Utah Public 
Service Commission and the Utah Publicity and Industrial 
Development Department were protestants. It said the state 
commission moved to dismiss the application on the ground that 
the line involved was a spur track within the meaning of sec- 
tion 1(22) of the act, and that the industrial development 
department moved to hold disposition of the case in abeyance 
for six months. 

Tungsten ore recently had been found in _ substantial 
quantities at the Cupric mine, about 2.5 miles from the end 
of the Frisco branch, said the report. The mine property had 
been leased to the United States Vanadium Corporation, it 
added. That corporation had told the Commission, according 
to the report, that it was still too early to make a definite 
tonnage guaranty to the railroad but that removal of the line 
would add too much extra cost to shipments from the Cupric 
mine. Applicants, however, averred that even if this traffic 
moved it might not make operation profitable, and they sug- 
gested that if the owner of the ore needed the railroad to move 
the ore it should purchase the line for its salvage value and 
assume the risk, the report said. 

It said the Utah commission, in arguing that the branch in 
question was a spur track, cited United States vs. Idaho, 
298 U. S. 105. The facts and circumstances relating to the 
operation of the Frisco branch were so widely different from 
those involved in the cited case that that case was not believed 
controlling here, the Commission said. It added that “we are 
of the opinion that we have jurisdiction.” 

In deciding to make the certificate effective from and after 
60 days from its date, the Commission said that that should 
provide time for reaching some definite conclusion with respect 
to the development of the tungsten mine. 


Pacific Coast Abandonment 


Evidence as to whether a clay products manufacturing 
plant, the only industry remaining on the line proposed to be 
abandoned, would furnish sufficient tonnage to warrant con- 
tinued operation of the line was conflicting, but it supported the 
conclusion that the plant would furnish enough tonnage to 
warrant a trial period of operation, said Examiner R. Romero 
in a proposed report in Finance No. 13660, Pacific Coast Rail- 
road Co. Abandonment, as he recommended denial of the 
application for permission to abandon a branch line of the 
applicant, called the Taylor branch, extending from Maple 
Valley, Wash., to Taylor, Wash., approximately 8.7 miles. 

It appeared that branch operations could be continued for 
at least one year without large expenditures for rehabilitation, 
the examiner said, adding that the remainder of 1942 should 
afford the industry ample opportunity to demonstrate the 
support of the branch that might be expected in the future. 
He said that the applicant should be permitted to renew its 
application if, at the end of that period, operation could not 
be conducted profitably. He stated in the report that the clay 
products plant, protestant, submitted testimony that 88 per cent 
of its product was used in national defense work, that it ex- 
pected an increase in defense orders, and that it was of the 
opinion that the plant could not be operated profitably if 
transportation of the clay products was dependent entirely on 
trucks and that under such circumstances it would be com- 
pelled to close the plant. 


Ss. P. Et Al. Abandonment 


The Commission, by division 4, in Finance No. 13669, 
Southern Pacific Railroad Co. Et Al. Abandonment, has issued 
a certificate permitting abandonment by the Southern Pacific 
Railroad Co., of that portion of its branch line extending from 
Hollister to Tres Pinos, approximately 5.44 miles, in San Benito 
county, Calif., and abandonment of operation thereof by the 
Southern Pacific Co., lessee. The report said that although 
applicants showed that net earnings averaged $4,777 a year 
tom the standpoint of the system as a whole, such showing 
Was made possible because of curtailment of expenditures for 


maintenance. Applicants, it added, stated that it would re- 
quire an expenditure of $8,630 annually in the next three years 
to bring the branch up to normal branch-line standards and 


at normal maintenance costs thereafter would be approxi- 
mately $5,440 a year. Neither the present nor prospective 
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volume of traffic on the branch was sufficient to warrant such 
expenditures, said the report. 


Cc. & N. W. Modification 


The Chicago & North Western embargo against all freight 
to, from or via points on its Linwood-Hastings line in Nebraska 
on account of abandonment due to requisitioning by the gov- 
ernment, has been modified to show that the government will 
permit acceptance of all traffic subject to termination on 24 
hours’ notice. 

The Chicago & North Western Railway Co., through its 
trustee, Charles M. Thomson, has applied to the Commission 
in Finance No. 13869 for authority to abandon its branch line 
extending approximately 5.46 miles between Hunting and Big 
Falls, Wis. Applicant said this line was no longer economically 
useful nor otherwise required in connection with the operation 
of applicant’s lines of railroad, and pointed out that “there is 
an urgent and increasing need for the recovery of salvageable 
materials from this line, such as, for example, rails and fasten- 
ings for use elsewhere in transportation or otherwise in the 
nation’s war effort.” 

The Chicago & North Western Railway Co., through its 
trustee, Charles M. Thomson, has asked the Commission in 
Finance No. 13874 for authority to abandon and dismantle its 
branch line between Eland and Rosholt, Wis., approximately 
19.9 miles. The railroad said the line was no longer economi- 
cally useful and that there was an urgent and increasing need 
for the recovery of the salvageable materials for use elsewhere 
in transportation or otherwise in the nation’s war effort. 


Illinois Central 


The government has requisitioned all rails and track fasten- 
ings in the line of the Dubuque & Sioux City, 29.43 miles, 
Anthon to Onawa, Ia., authority to abandon having been asked 
in Finance No. 13568 pending before the Commission for de- 
cision. The Illinois Central, operator of the line, has issued 
an embargo against all freight from, to or via Oto, Smithland, 
Ticonic, Kennebec and Onawa, Ia., not reaching destination on 
or before 11:59 p. m., August 10. 


Danville and Western 


Protest against the government tearing up rails and fasten- 
ings of the 26-mile line of the Danville & Western Railway Co., 
between Fieldale and Stuart, Va., abandonment of which was 
authorized by the Commission in Finance No. 13625 (see Traffic 
World, July 11, p. 78), was made this week to Chairman Nelson, 
of the War Production Board, by the Stuart Rotary Club, the 
Town Council of Stuart and the Patrick County Board of Su- 
pervisors. Protest also was made to the governor of Virignia. 
The effective date of the order authorizing abandonment has 
been postponed to August 30 by the Commission but the work 
of demolition of the line was begun several days ago, it was 
said at the W. P. B. where it was indicated that the work 
probably would not be stopped. The protests were based on 
the contention that, acting as a result of the postponement of 
the order, shippers had made substantial and extensive freight 
committals for the month of August. The line, it was said, was 
the only freight facility of any nature now available. 


Union Pacific 


The Union Pacific Railroad Co., and the Saratoga & En- 
campment Valley Railroad Co., the latter company being con- 
trolled by the former through stock ownership, by a joint 
application in Finance No. 13864, have asked the Commission 
for authority to abandon the line of railroad, formerly the 
Saratoga & Encampment Railway, extending from Walcott 
to Encampment, in Carbon county, Wyo., consisting of 44.02 
miles of main line track and 3.93 miles of yard tracks and 
sidings. The application said the line had never received suf- 
ficient traffic to support it. It added that in an effort to co- 
operate with the War Production Board in its drive for scrap 
materials in the prosecution of the war effort, the Union Pacific, 
in its survey of available sources of materials which could 
be removed from tracks without impairing the transportation 
necessities of the war effort and without serious public incon- 
venience, “has reached the conclusion that the rail and other 
materials in a number of its own branches and in the Saratoga 
& Encampment Valley Railroad should be released for war 
purposes.” 

Great Northern 


In Finance No. 13868, the Great Northern Railway Co., 
has asked the Commission for authority to abandon its line 
extending 32 miles between Evansville and Tintah, Minn. The 
railroad said it “has no means of meeting the request of the 
government” for useable secondhand rail for use in the war 
effort, except by taking up portions of its railroad. It added 
that the rail in this branch was suitable for such purpose and 
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should be made available to the government with the least 
possible delay. 


Cc. R. |. & P. 


In Finance No. 13863, the Chicago, Rock Island & Pacific, 
by its trustees, asks authority to abandon its branch line ex- 
tending from Avaco to Carson, 17.73 miles, in Pottswattamie 
county, Ia. 

Virginian 

In Finance No. 13871, the Virginian Railway Co. asks au- 
thority to abandon operations under trackage rights over the 
Glen Jean subdivision of the Chesapeake & Ohio extending 
from a point midway between Sugar Creek Junction and Mac- 
donald to Glen Jean, approximately 3.29 miles, in Fayette 
county, W. Va. By a pending application, in Finance No. 
13779, it was stated, the C. & O. was seeking authority to 
abandon the line itself and its joint operation thereof. An 
alternate line provided favorable access to all areas and points 
now served by the line to be abandoned, it was further stated. 





Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt apolication to the Commission.) 


Automobiles 


*Fourth section application No. 19182, Automobiles to 
Memphis, Tenn. By division 2. Authority granted by F. S. O. 
14719, on conditions, to establish and maintain rates not lower 
than 52 cents on automobiles and parts, in straight or mixed 
carloads, from St. Louis, Mo., and Evansville, Ind., to Mem- 
phis, Tenn., without observing the long-and-short-haul part 
of the fourth section. Temporary relief was given by F. S. O. 
14350. 

Lime 


*Fourth section application No. 19359, Lime from Speeds, 
Ind., to the South. By division 2. Authority granted by 
F. S. O. 14720, on conditions, to establish and maintain rates 
on lime, carloads, from Speeds, Ind., to destinations in Ken- 
tucky, Tennessee and Mississippi, without observing the long- 
and-short-haul part of the fourth section. Temporary relief 
was given by F. S. O. 14451. 


Commission Water Reports 


‘An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-555, W. E. Valliant & Co., Laurel, Del., Contract Car- 
rier Application. By division 4. Certificate granted, effective 
September 3, as to continuance of operation as a common car- 
rier by self-propelled vessels in the transportation of commodi- 
ties generally between ports and points along the Chesapeake 
and Delaware Bays and their tributary waterways, and the 
Atlantic Intracoastal Waterway from Norfolk, Va., to Jackson- 
ville, Fla., inclusive. The Commission found applicant to have 
been engaged in such operation on January 1, 1940, and con- 
tinuously since, and that its operations were common carriage 
rather than contract. In other respects the application has 
been dismissed or denied. 

W-459, Carroll Towing Co., Inc., Brooklyn, N. Y., Contract 
Carrier Application, embracing W-683, Richmond Towboat Co., 
Inc., Contract Carrier Application. By division 4. Applica- 
tions for permits to continue operations as contract carriers 
by water in the performance of towage service between points 
in New York Harbor and contiguous harbors, and points on 
waters tributary thereto, dismissed on finding applicants’ 
operations in interstate or foreign commerce on and since 
January 1, 1940, not subject to part III of the interstate com- 
merce act. 

*wW-199, S. S. Freeman & Co., Contract Carrier Applica- 
tion. Supplemental. By division 4. On reconsideration, prior 
findings that S. S. Freeman as managing owner was entitled 
to continue operation as a contract carrier by self-propelled 
vessels in the transportation of lumber and lumber products 
from points in Oregon and Washington on the Columbia River 
to San Diego and Los Angeles Harbor, Calif., by reason of 
having been engaged in such operation on January 1, 1940, 
and continuously since, modified so as to include Coos Bay, 
Ore., and Portland and Linnton, Ore., on the Willamette River 
as points of origin, and Long Beach, Calif., as a destination. 
Prior permit, effective July 31, vacated and set aside, and 
amended permit issued, effective September 6. 
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Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 190, Sub. 7, Clayton Peterson, Saint Paul, Neb, 
extension. Certificate granted. Refined petroleum products, in 
bulk, in tank trucks, Council Bluffs, Ia., and points within 10 
miles thereof, to specified points in Neb., and Yankton, S. D. 

*MC 10906, Hi-Speed Motor Express, Inc., Sioux City, la, 
common carrier, embracing MC 29120, Sub. 10, Wilson Storage 
& Transfer Co., extension, the name and title number now 
assigned to certain operations originally covered by the title 
application, and MC 10906, Sub. 3, Hi-Speed Motor Express, 
Inc., extension. Certificate or permit denied in MC 10906 and 
MC 29120 under the grandfather clauses as to general com- 
modities, with exceptions, between Sioux City, Ia., and Belle 
Fourche, S. D., because of an interruption in service of ap. 
plicants’ predecessor, Arthur A. Millard. Public convenience 
and necessity were found not to require operation in MC 10906, 
Sub. 3, as a common carrier of dairy products between Chi- 
cago, Ill., and points in S. D., and application accordingly 
denied. 

*MC 23409, G. E. Wolfe Transportation Lines, Inc., Hol- 
land, N. Y., common carrier. Certificate granted. Continuance 
of operations, general commodities, with exceptions, between 
Buffalo, N. Y., on the one hand, and points in Pa., on the other, 
and specified commodities between points in N. Y., Pa., and 0. 

*MC 30983, Sub. 2, Cornelius W. Every, Oneonta, N .Y,, 
extension. Certificate granted. General commodities, with 
exceptions, and specified commodities, from or to points in 
N. Y., N. J., and Pa. 

*MC 20824, Sub. 2, Commercial Motor Freight, Inc., of 
Indiana, Columbus, O., extension. Certificate granted. Gen- 
eral commodities, with exceptions, between specified points 
in Ind., Ill. and O., over regular routes, without service at 
intermediate points. 

*MC 37704, Sub. 2, Raymond Brown, Michigan City, Ind., 
extension. Permit denied. Malt beverages from St. Louis, 
Mo., to Michigan City, Ind., and empty malt beverage con- 
tainers in the reverse direction. 

*MC 50307, Sub. 4, Interstate Dress Carriers, Inc., New 
York, N. Y., extension. Certificate denied. Wearing apparel 
on hangers and other specified commodities between New York, 
N. Y., and Chicago, Ill. 

*MC 61766, Sub. 1, Dakota Transportation, Inc., Sioux 
Falls, S. D., extension. Certificate granted as to extension of 
operations by Oliver L., Glen O., Harold D. and Earl F. 
Buckingham, copartners, dba Buckingham Transportation Co., 
as a common carrier of general commodities, except catalogs, 
between the junction of U. S. highway 77 with an unnum- 
bered highway at a point about 4 miles west of Nora, S. D., 
and the junction of U. S. highway 77 with U. S. highway 18 
at a point about 6 miles west of Canton, S. D., over U. S. 
highway 77, with no service to or from intermediate points, as 
an alternate route. 

*MC 63660, Sub. 1, Dwight Weinland, Colby, Kan., ex- 
tension. On reconsideration, findings in prior report modified 
so as to authorize operation as a common carrier of general 
commodities, with exceptions, serving Tribune, Kan., as an 
intermediate point in connection with routes authorized in the 
prior report. 

MC 89514, Sub. 1, EX S. F. Carr and R. E. Ormsby, Ta 
coma, Wash., exemption application. Application for certifi- 
cate of exemption from compliance with the provisions of part 
II of the interstate commerce act denied on finding applicants 
operation as to transportation of general and specified com- 


modities, in interstate or foreign commerce, solely within the J 


state of Washington, to be of such nature, character or quan- 
tity as would, if exempted, substantially affect or impair unl 
form regulation by the Commission of transportation by motor 
carriers engaged in interstate of foreign commerce in ef- 
fectuating the national transportation policy. The report said 
many carriers other than applicant, all of them subject to 
regulation, were performing services that duplicated in some 
degree those proposed by applicant. 

*MC 102945, S. I. Minton, Gurdon, Ark., common calrie!. 
Certificate granted. Lumber, points in Clark county, Ark., to 
points in Shelby county, Tenn., southern Missouri, southeast: 
ern Kansas and eastern Oklahoma, and other specified com 
modities in the reverse direction. 

*MC 16531, Sub. 1, David Berman, Philadelphia, Pa., com 
mon carrier. Denied. Household goods between Philadelphia, 
Pa., on the one hand, and points in Del., Md., N. J. and N. Y; 
on the other. 
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*MC F-1830, Southeastern Greyhound Lines of Indiana, 
inc., Lexington, Ky., purchase, Lou-Evansville Lines, Inc., In- 
dianapolis, Ind. Authorizes purchase by the former of operat- 
ing rights of the latter. 

*MC 101603, Edgar D. Hettinger, McKeansburg, Pa., com- 
mon carrier embracing MC 101604, Lewis D. Moyer, common 
carrier. Certificates denied. Anthracite coal, from the Ham- 
mond Colliery near Gerardville, Pa., to points in Warren, 
Hunterdon, Mercer, Morris and Sussex counties, N. J. 

MC 101549, T. K. Lewis and Hartsel Phillips, Clarksburg, 
w. Va., common carrier. Denied. Specified commodities be- 
tween points in W. Va., O., Md. and Va. 

*MC 102343, Sub. 2, John Kauser, Paulding, O., extension. 
Certificate denied. Brake lining, Paulding to St. Louis, Mo. 

*MC 103135, Frank Costanzo & Sons, Somerville, Mass., 
common carrier. Denied. Household goods, new furniture, and 
paper box board containers between points in Mass., on the one 
hand, and points in Me., N. H., Vt., R. I., Conn., N. Y. and Pa., 
on the other. 

*MC 103278, Frank H. Stamp and Edmond J. Stamp, New 
Rochelle, N. Y., common carrier. Certificate granted. House- 
hold goods between New Rochelle and points within 10 miles 
thereof, on the one hand, and points in Conn. and N. J., on 
the other. 

*MC 64373, Sub. 1, Leroy Mann, contract carrier. Certifi- 
cate granted on finding applicant’s operation to be that of a 
common carrier. Used or second-hand machinery between 


points in N. C., on the one hand, and points in Ga., S. C. and 
Va., on the other. 


RATES ON USED TIN CANS 


G. Lloyd Wilson, of the O. D. T., appeared before the 
Western Trunk Line Committee in Chicago, August 4, on behalf 
of the War Department, to ask for a reduction in the long- 
haul rates on used cans for detinning in Western Trunk Line 
territory. The request was for the assessment of a maximum 
of 75 cents on the movement of the cans to Neville Island, 
near Pittsburgh. The basis of the rates at present is column 
20 on a 30,000-pound minimum in the west and southwest, and 
column 22% on a 33,500-pound minimum in Official Territory. 
The proposal was to continue the existing rate bases, exce 
that resulting charges in excess of 75 cents be reduced to 
figure. Mr. Wilson said that that rate was the maxi 
that could be paid to permit economical detinning and* that 
the movement of the old cans for such long distances was a 
new one, resulting largely from the establishment of large 
army camps at western and southwestern points. None of the 
movements from Official Territory origins was at a higher 
rate than 75 cents, he said, so that no rates in that territory 
would be affected. He did ask, however, that, on shipments 
originating in the west, the 30,000-pound minimum be per- 
mitted to apply in the east also. At present, the eastern 33,500- 


pound minimum is assessed on the eastern factor of combina- 
tion rates. 


Mr. Wilson appeared before the standing rate committee 
of the Southwestern Freight Bureau in St. Louis August 5 to 


make a similar plea as to movements originating in the 
southwest. 


Henderson Opposes Fare Hike 


_ Asserting that further increases in rates of the petitioning 
railroads would constitute inflationary increases “and profiteer- 
Ing contrary to the program of the national government to 
stabilize commodity prices and the cost of living,” Leon Hen- 
derson, Price Administrator, has filed a motion with the Com- 
mission calling for the indefinite postponement or dismissal 
of No. 28815, Commutation Fares in New York State. That is 
the thirteenth section proceeding instituted by the Commission 
with a view to determining whether it should issue an order 
overriding the determination of the New York regulating au- 
thorities not to permit a ten per cent increase in commutation 
fares such as it permitted in respect of other passenger fares. 

In giving reasons for his opposition to an increase Hen- 
derson said the carriers’ petition for relief as to commutation 
ares was predicated solely on principles governing the 
determination of fair, reasonable and non-discriminatory rates 
under peacetime conditions. The controlling principle govern- 
Ing the determination of all prices, including railroad rates, 
during the war, said Henderson, was whether such rates would 
be consistent with the policy of the national government to 
stabilize commodity prices, the cost of living and to prevent 
unwarranted increases in all costs and prices. Charges for 
Intrastate commutation service, he added, constituted a regular 
and substantial item in the cost of living of passengers using 
such service. In addition he asserted that the 10 per cent 
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increase in interstate passenger fares approved by the Com- 
mission did not, if no similar increase was made in intrastate 
service, result in undue discrimination by the intrastate com- 
mutation passenger rates against interstate service since the 
over-all net operating income of the petitioning carriers per- 
mitted the recovery of more than all the increases in expenses 
on which the passenger fare increase was predicated. 

All the carriers involved in the proceeding, the price Ad- 
ministrator said, had a net operating income substantially in 
excess to that earned prior to the entrance of this country into 
the war. Even without further increases in rates the net in- 
crease of each of the railroads was increasing rapidly, Mr. 
Henderson added. Moreover, he said, no showing had been 
made that without the increased revenues requested in this 
proceeding the carriers would be unable to discharge their 
wartime obligations to the public and to the national govern- 
ment. He said the determination of fair, reasonable and non- 
discriminatory fares could and should be indefinitely postponed 
until after the expiration of the national emergency and the 
war or until after a change in conditions had occurred under 
which the carriers would require the additional revenues re- 
quested for the purpose of discharging their wartime obliga- 
tions. 

The price administrator asked that the motion be set for 
hearing and that the carriers be directed to file answers to it 
and that the proceeding be dismissed or indefinitely postponed. 

The price administrator said he had an interest in this 
matter because of his duty to guarantee to the American peo- 
ple that every living cost would remain stable and that the 
cycle of increasing prices, increasing wages, leading to dis- 
asterous inflation might be averted. Stable living costs, he 
said, meant stability in the real wages of the worker. In- 
creases in the cost of living, he said, brought about the need 
of constant revision of wage contracts, constant bargaining and 
negotiation and a certain prospect of interrupted production; 
normalL#ollective bargaining processes, he added, were strained, 

roken, and war production was threatened wit 
kled, disrupted, or even paralyzed. 











tes on Frustrated Exports 


Dissatisfaction with and uncertainty about rates and charge 
on export traffic that has not been exported as desired, but has 
been taken into the interior by the railroads for storage, re- 
ferred to as frustrated or stranded export freight, is expected 
shortly to result in a meeting of those interested, on call of the 
National Industrial Traffic League. _The procurem division 
of the Treasury Department, in particular, has shown dissatis- 
action on account of charges on lend-lease_ traffic. W. EW. 
Hayge, head of the traffic department_of that division, has 

written to the Association of American Railroads about the 


‘matter. 


It has been submitted by him, on behalf of lend-lease traffic 
through Atlantic ports, that enemy action off the coast and 
other equally uncontrollable factors should not be permitted 
to deprive the government of the benefit of export rates on 
goods purchased and shipped for beneficiary governments under 
the lend-lease program. 

“It is requested, therefore,” wrote Mr. Hayge, “that you 
present to the executives, or other appropriate officials of the 
port carriers, a proposal in behalf of the government that re- 
strictions on export traffic which have the effect of preventing 
application of export rates on lend-lease shipments under the 
circumstances described be waived, and that waiver be made to 
apply retroactively to traffic which has moved as well as to 
future movements. It _is further requested that waiver be 
framed so as to apply on shipments. moving under both com- 
Mercial_and government bills of lading, since_a_ considerable 





volume of this material moves asa result of contracts let 


¥.0.b. origin, freight prepaid by, and allowed to, the contractor. 
Material purchased Under such terms is actually property of the 
government while in transit. Therefore a section 22 quotation 
would suffice for our purpose and commercial traffic would not 
be affected.” 

Under section 22 of the interstate commerce act, carriers 
may give the government reduced rates or even carry its prop- 
erty without charge. 

The troubles of shippers, both government and commercial, 
stem from General Order No. 12 of the O. D. T: It authorizes 
the carriers to clear a port or port area by having the stranded 
or frustrated traffic moved into the interior. It was issued 
when it was indicated that at times the military forces might 
need a port or ports to the exclusion of export traffic other than 
that which the military forces might desire to move through a 
port immediately. It authorized the carriers to move such 
stranded traffic from New York either to Marietta, Pa., or 
Voorheesville, N. Y. 

With regard to traffic offered for export through Pacific 
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ports, shippers have represented that the restrictions placed 


by carriers made the use of export rates almost impossible 
to use. 


_ In general the objection urged against what is called the _ 

railibed formula for the application of export rates on such 

= layed, frustrated or strand 

shippers, through no fault of theirs, to pay domestic rates for 

al movements made necessary through no fault of their own. 
e shipper idea is that export rates should apply whén the 

goods are actually exported without the imposition of the 


domestic rates on any movements caused by conditions~at the 
QE shippers could not know at the time they 


See 


| started their freight to the ports. 


Motor Hours of Service 


In asking the Commission to modify its hours of service 
regulations in Ex Parte MC 2 and MC 3, Maximum Hours of 
Service by Motor Carrier Employes, to permit “the degree of 
flexibility” necessitated by the promulgation of O. D. T. gen- 
eral orders Nos. 3 (revised) and 17, by the imposition of 
necessary black-out and dim-out regulations and by the scarcity 
of trained personnel (see Traffic World, Aug. 1, p. 271), the 
American Trucking Associations, Inc., pointed out that the 
O. D. T. orders, curtailing the speed of motor trucks to 40 


miles an hour or less, effective August 1, applied to common, 
contract and private carriers. 


The association said its request related only to those rules 
wherein the hours of service of drivers had been specified 
and was not intended to relate in any manner whatsoever to 
those whose hours of service were considered and exempted 
by the Commission in prior proceedings, nor was it intended to 
apply this petition to any regulation that was different from 
those specified in Ex Parte MC 2, 11 M. C. C. 203, Rule 3(a) 
and (b). In order to comply with the terms of the regulations 
in Ex Parte MC 2, and MC 3, it said, motor carriers, especially 
common and contract carriers, had maintained operating runs 
that required the permitted 10 hours for their completion. 
Only when the maximum speed was not limited to 40 miles an 
hour, it said, could the schedules be maintained within the 
permissible 10 hours. It stated that many of the terminals 
established were spaced at considerable distance apart and 
could not be reached within the present allowable driving time 
if no greater speed than 40 miles an hour was permitted. 
Decelerated speed through towns, hills and grades, and dim- 
outs and black-outs, the association pointed out, were illustra- 
tive of the difficulties encountered in maintaining the necessary 
space-consuming average speed. The two additional hours per- 
mitted by the regulations under Rule 6(a), the association said, 
were insufficient because that much time might be entirely 
consumed already by dim-out or black-out regulations, with 
their resultant loss in speed. Besides, it added, it was not cer- 
tain that present regulations included use of the two-hour 
additional time to compensate for war-imposed conditions. 
Labor conditions were such, it said, that it was extremely 
difficult to obtain competent driving personnel and that cir- 
cumstances could hardly be expected to improve. Pointing 
out that there were certain occupations in the trucking industry 
where a personnel shortage existed, the association said that 
was especially true of inter-city drivers, the group most af- 
fected by speed limitations, dim-outs and black-outs. A large 
percentage of the “runs” in the trucking industry, the associa- 
tion said, were conducted on a trip or mileage basis. Drivers 
were paid a certain amount for a trip, or so many cents a mile, 
or on a combination arrangement. Already, the association 
said, dim-outs and black-outs made it difficult, if not impossible, 
to complete these trips within the time allotted by regulation, 
or to make the same number of trips as before. The imposi- 
tion of the 40-mile maximum driving speed, it added, aggra- 
vated the difficulty. 


“If the number of miles operated is reduced or if the num- 
ber of weekly trips completed is reduced, the compensation 
to many employes is decreased,” says the association. ‘On the 
other hand, additional competent drivers to compensate for 
these conditions cannot be found. If reasonable relief can be 
had, the traffic will move and presently employed drivers will 
increase their *earnings. Furthermore, operating conditions 
make it impossible, in a great many instances, to change the 
runs and to make them shorter than at present. The factual 
situation is that on many runs a maximum of 40 miles per hour 
would find the driver at the end of 10 hours at some uninhabited 
point where it would be impossible to locate another driver, 
even if drivers were otherwise available.” 

In requesting that “a reasonable modification” of the 
present 10-hour driving day and 60-hour on-duty week be 
made, the association said “time is important and it is hoped 


ed shipments is that it forces such 
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that hearings will not be considered necessary.” It suggesteq 
that to the extent that presently permitted hours of service 
were increased, a corresponding increase for rest periods be 
granted. Specifically, the association said it suggested that 
dim-outs and black-outs be treated as emergencies, under Rule 
6(c) of part 5 of the motor carrier safety regulations, ang 
that additional driving time required therefor to complete 
runs that would normally have been completed in compliance 
with the hours of service regulations, be not considered a vio. 
lation of these regulations. 


FINANCE APPLICATIONS 
Finance No. 9046. Second Supplemental. Detroit & Mackinac 
Railway Co., asks authority to pledge an additional $500,000 of its 
mortgage bonds at the ratio of not exceeding $4 principal amount of 
bonds to each $1 of indebtedness. 

MC F-1938. Bowen Motor Coaches, Fort Worth, Tex., asks ay. 
thority to purchase operating rights and franchises of W. H. Woodlief, 
dba Amarillo-Denver Bus Co., of Amarillo, Tex., in Texas, Oklahoma 
and Colorado, and temporarily to operate. The emergency movement 
of many constructicn workmen to and from points all along the routes 
involved, the application said, created a very present need for a 
stepped up, efficient motorbus operation. 

Finance No. 13870. Pacific Electric Railway Co. asks authority 
to operate a railroad extension or branch line to be constructed for 
and owned by the United States, acting by and through the U. s. 
Maritime Commission. The line is proposed to extend from a con. 
nection with applicant’s Long Beach-Wilmington line at Henry Ford 
Avenue, in the city of Los Angeles, Calif., to Terminal Island, Calif, 
approximately 2.66 miles. It is to be used for the handling of pas. 
sengers to and from the plant of the California Shipbuilding Cor- 
poration. 

Finance No. 13872. Virginia Railway Co. asks authority to use 
jointly with the C. & O., the latter’s so-called alternate line, referred 
to in Finance No. 13871, in Fayette County, W. Va., extending 3.51 
miles from Kilsyth Junction to Glen Jean Station. 

Finance No. 13873. Philadelphia, Newtown & York Railroad Co., 
asks authority to extend the time for the payment of the principal 
of $507,000 of its 3 per cent mortgage bonds and $1,093,000 of its 5 
per cent mortgage bonds, maturing October 1, 1942, for a period of 
25 years to October 1, 1967, with interest on the entire amount of 
bonds at 3 per cent. Applicant said it was not in possession of the 
necessary funds to redeem the issue of bonds at maturity. 

Finance No. 13873, Sub. 1. Reading Co. asks authority to guar- 
antee, by endorsement, the payment of the principal of, and interest 
on, $1,600,000 mortgage bonds of the Philadelphia, Newtown & New 
York Railroad Co., proposed to be extended in Finance No. 13873. 

MC F-1936. Refiners Transport & Terminal Corporation, Detroit, 
Mich., asks authority to purchase operating rights and property of 
Marshall Transport Co., Inc., Glen Burnie, Md., and temporarily to 
operate. 

MC F-1937. Watson Bros. Transportation Co., Inc., Omaha, Neb., 
asks authority to purchase operating rights of Alex S. Schreiner, dba 
Schreiner Truck Line, Hastings, Neb. 

Finance No. 13862. Baltimore & Philadelphia Railroad Co., and 
Baltimore & Ohio Railroad Co., jointly ask authority to abandon by 
the former and abandon operation by the latter, lessee, of the line 


extending approximately 3 miles from Southwood, Del., to Landen- 
berg, Pa. 


MC F-1935. Pierce Auto Freight Lines, Inec., Medford, Ore., asks 


authority to purchase operating righés of the Medford-Crescent City 
Truck Lines, Grants Pass, Ore. 


PETITIONS FOR REHEARING, ETC. 


No. 28256, State Corporation Commission of Virginia et al. vs. B. 
& O. et al. Eastern Steamship Lines, Inc., Merchants & Miners Trans- 
portation Co., Philadelphia & Norfolk Steamship Co., Baltimore Steam 
Packet Co. and Buxton Lines, Inc., defendants, ask Commission to 
postpone until further order effective date of order of June 8. 

Finance No. 13682, St. Louis & Hannibal abandonment. W. H. 
Robey, chairman of committee of citizens of Perry, Mo., on his own 
behalf and on behalf of committee of said citizens, protestants, in 
conjunction with exceptions to proposed report, asks further hearing. 

W-393, Arrow Tug & Barge Co., contract carrier application. AD- 
plicant asks stay of effective date of order. 

No. 28076, State Corporation Commission of Virginia et al. vs. 
A. C. & Y. et al. Baltimore Steam Packet Co., defendant, asks post- 
ponement for period of 90 days o1 until December 17, of effective date 
of order of June 8. 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
lines, defendants, ask approval under finding 27 of publication of rate 
of $1.27 a 100 pounds, exclusive of increases published as result of 
Ex Parte 148, on manufactured tobacco and cigarettes and related 
articles, as described in item 680-B, supplement 56 of J. R. Peel’s 
I. C. C. No. 3365, carloads, minimum weight 40,000 pounds, to Dallas 
and Ft. Worth, Tex., from Durham, Reidsville, Winston-Salem, N. C. 
Petersburg and Richmond, Va. 

MC F-1614, H. H. Lawler, purchase, T. M. McCrary. H. H. Lawler, 
dba Alamo Freight Lines, and T. M. McCrary, dba Elite Motor Express 
and Elite Truck Line, ask modification of findings in order of Feb- 
ruary 17. 


No. 28572, Rickert Rice Mills, Inc., et al. vs. Abilene & Southern 
et al. Defendants ask postponement of effective date of order of June 2. 

No. 28076, State Corporation. Commission of Virginia et al. vs. A. 
C. & Y. et al. Chesapeake & Ohio, Norfolk & Western and Virginian 
ask postponement of effective date of order of June 8. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Multiple and Non-Stop Motor Rates 


In a proposed report in I. and S. M-1975, Soap, Etc., Kansas 
City, Kan., to Western Points, Examiner A. S. Parker has 
recommended that the Commission find not unreasonable or 
otherwise unlawful so-called non-stop, or column “A” rates, 
made 27.5 per cent of first class rates, increased as authorized 
in Ex Parte 148, and so-called column “B” rates, with two 
stops, in transit, made 30 per cent of such first class rates, pro- 
posed by Southwest Freight Lines, Inc., on soap, soap chips, 
soap powders, glycerine, vegetable shortening, and lard sub- 
stitutes, in truckloads, from Kansas City, Kan., to points in 
Colorado, Iowa, Nebraska, Oklahoma, and Wyoming. 

The examiner has also recommended that the Commission 
find so-called column “C’” and column “D” rates proposed by 
that carrier on the same commodities, from and to the same 
points, providing for more than two stops for partial unloading 
at intermediate points, not just and reasonable, and require 
cancelation thereof. 

The report pointed out that the proposed rates were published 
on four different bases to meet rates of respondent’s com- 
petitors. The column “A” rates permitted no stop in transit. 
The column “B” rates provided for two stops without additional 
charge, the column “C” for from 4 to 15 stops, and the column 
‘D,”” except to points in Iowa and Nebraska, for 16 or more 
stops. The examiner’s finding as to the column “C” and “D” 
rates is without prejudice to the establishment of multiple-stop 
rates on the same commodities (a) to points in Iowa no lower 
than rates maintained by Knaus Truck Line, Inc., and (b) to 
points in Nebraska, Oklahoma, Colorado, and Wyoming, made 
40 per cent of the first class rates, increased as authorized in 
Ex Parte 148. All such rates to be subject to charges on the 
actual weight at point of origin at the rates to the highest- 
rated point for which a shipment is contained in the truck or 
other motor-vehicle unit, but not less than 18,000 pounds. 

The examiner said in the event that any other or different 
bases were prescribed in Midwestern Motor Carrier Rates, 27 
M. C. C. 297, a petition for reconsideration of his finding, so far 
as it affected rates to points involved in that proceeding, would 
be entertained. 

Schedules proposing the rates were filed to become effective 
March 16, 1942, but were suspended to October 16, 1942, on 
protest of the Middlewest Motor Freight Bureau. The examiner 
suggested that the proceeding be discontinued. 


Automatic Relief for Barge Lines 


Automatic or continuing temporary relief from the long 
and short haul part of section 4 for the government’s barge 
line, the Mississippi Valley Barge Line Co., and two terminal 
rail connecting carriers has been recommended by Examiner 
A. J. Banks in a proposed report in Fourth Section Application 
No. 19247, Barge Lines—Changes in Existing Rates. This 
report also embraces fourth section applications Nos. 19248 
and 19264. 

This automatic or continuing relief is desired, according 

to the report, to enable the barge lines and their terminal 
connecting rail line connections, the Warrior River Terminal 
Co. at Ensley, Ala., and the Birmingham Southern at Birming- 
ham, Ala., to change their rates in sympathy with changes in 
all-rail rates so as to maintain their differential status, 20 
per cent under the all-rail rates. 
_ Examiner Banks recommends the grant of relief, in addi- 
tion to that the barge lines already have in three outstanding 
fourth section orders until 90 days after the effective date of 
No. 26712, Rail and Barge Joint Rates, now pending. He said 
the Commission should say: 


Applicants will be granted automatic or continuing relief to estab- 
lish and maintain on domestic, import, and export traffic class and 
Commodity rates and ratings, rules, and regulations between points in 
the United States and over routes as specified in the applications herein 
and to maintain higher rates, ratings, rules, and regulations from, to, 
and between intermediate points in the United States, the rates at more 
distant points to be not lower than the following: (1) all-water local 
— joint rates from or to ports proper on applicants’ routes not lower 
han 80 per cent of corresponding competing all-rail rates between the 
Same points, or (2) applicants’ rates from or to north Atlantic ports 
sgl not lower than a fraction of corresponding competing ocean-rail 
ti €s between the same points through south Atlantic ports, said frac- 
on to represent the existing relation between first-class rates between 


the same points over applicants’ lines and over competing ocean-rail 
rates through south Atlantic ports, or (3) port-to-port proportional rates 
over all-water routes, applicable on traffic moving to or from inland 
points, by rail or common carrier truck line the inland distance not to 
exceed 250 miles, differentially related to all-rail or joint rail-barge 
rates upon no lower basis than the various formulas hereinbefore de- 
scribed, or (4) the same ratings, rules, and regulations as are applica- 
ble over competing rail or rail-water routes, modified so far as necessary 
to meet the circumstances and conditions of transportation over appli- 
cants’ water lines, provided (1) Evansville, Ind., may take St. Louis, 
Mo., rates on traffic moving over applicants’ lines to or from north At- 
lantic ports, (2) present established minimum rates and minimum divi- 
sions described or referred to herein shall be observed, (3) absorptions 
at north Atlantic ports shall not exceed 56 cents on articles rated first 
class and the usual percentage relation thereto on articles rated other 
than first class, (4) all-water rates at intermediate points shall be the 
same formula or per cent of corresponding all-rail rates as all-water 
rates at more distant ports proper, (5) rates at more distant points 
shall not be based on competing all-rail rates which involve fourth- 
section departures over direct routes at intermediate points, (6) appli- 
cants shall not increase rates at higher-rated intermediate points ex- 
cept as authorized by the Commission, (7) rates at intermediate points 
shall not exceed the lowest combination of rates subject to the act, (8) 
rates at more distant points shall not be less than 13 per cent of the 
corresponding first-class rate from and to the same points, (9) as to 
proportional rates at more distant points, (a) rates at higher-rated in- 
termediate ports on applicants’ routes shall not exceed rates on the 
same formula as is observed at the more distant ports proper on ap- 
plicants’ routes, and (b) combination rates at higher-rated intermediate 
points on rail lines shall not exceed rates constructed by adding the 
local rates of ail carriers between said points and the interchange ports 
to a factor over applicants’ routes, which factor is not in excess of 80 
per cent of the corresponding all-rail rate, (c) when a movement de- 
velops at an intermediate point on a rail line, applicants shall, as soon 
as practicable, establish a proportional rate on the same formula as is 
observed at the more distant point preserving the relationship herein 
approved to the corresponding all-rail rate, (10) the relief granted will 
be temporary only and will expire 90 days after decision in No. 26712, 
Rail and Barge Joint Rates, supra. Automatic relief is denied (1) on 
inland traffic moving to or from applicants’ lines by truck lines which 
are not common carriers, (2) to establish proportional rates to meet 
rail-ocean rates through north Atlantic ports to or from Gulf ports, (3) 
to meet all-rail or rail-water rates which involve fourth-section depar- 
tures, over direct routes, and (4) on all traffic covered by the applications 
and not covered by the automatic relief granted herein. Such denial of 


automatic relief is without prejudice to filing new applications for re- 
lief in specific cases. 


EXEMPT WATER CARRIER SERVICE 


Examiner Harold M. Brown, in a proposed report in W-880, 
T. J. Rester, contract carrier application, has recommended 
that the Commission find the transportation by water of pulp- 
wood in bulk when towed on barges from landings in Alabama 
on the Tombigbee, Black Warrior and Alabama Rivers and 
Mobile Bay to Mosspoint, Miss., is transportation exempt under 
the provisions of section 303 (b) of the water carrier part of 
the interstate commerce act. 


The examiner said the Commission should find the ap- 
plicant’s operations constituted transportation of a commodity 
in bulk for the reason that the pulpwood was loaded and car- 
ried without wrappers or containers and was received and 
delivered by the carriers without transportation mark or count, 
in accordance with the existing customs of the trade in the 


ey in transportation of such a commodity as of June 
1, 1939. 


WARTIME TRUCK RIGHTS 


Joint board No. 135, in a report in MC 102374, Sub. 5, 
Rogers Cartage Co., Extension—Illinois and Missouri, has 
recommended that the Commission grant applicant temporary 
authority under section 210a(a) of the interstate commerce 
act, as amended by the second war powers act of 1942, to 
operate, until December 31, 1944, as a contract carrier of petro- 
leum and petroleum products in bulk, in tank trucks, from 
Roxana, Ill., to points in Missouri. It said the Commission 
should find that there was an immediate and urgent need for 
the service for a temporary period as the operation was in 
furtherance of the war effort. The application for permanent 
authority, however, it said, should be denied. 


In a report in MC 52709, Sub. 11, Ringsby Truck Lines, 
Inc., Denver, Colo., Extension—Salt Lake City, joint board 213 
has recommended that the Commission grant temporary au- 
thority, under section 210a(a) of the interstate commerce act, as 
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amended by the second war powers act of 1942, to operate to 
December 31, 1944, as a common carrier of general commodities, 
with exceptions, in truckloads, over U. S. highway 50 from its 
junction with U. S. highway 6, about 4 miles east of Spanish 
Fork, Utah, to Salt Lake City, Utah, and return, with service at 
Salt Lake City and the intermediate point of Provo, restricted 
to traffic moving to or from points east of Grand Junction, 
Colo., on applicant’s presently authorized routes. The joint 
board found that permanent authority, as applied for, was not 
required but that temporary authority should be provided as 
the proposed operation was in furtherance of the war effort. 


PACKING PLANT SWITCHING 


In a supplemental proposed report, Examiner P. J. Mc- 
Grath, in Ex Parte 104, Part 2, Kingan & Co. terminal service 
allowance at the plant of Kingan & Co. at Indianapolis, Ind., 
has recommended that the Commission find that line-haul 
service of the railroads serving that plant terminates at the 
present interchange tracks. The examiner said the Commis- 
sion should find that payment of any allowance for switching 
by the locomotive of the White River Railroad, a plant facility 
railroad, would be in violation of section 6(7) of the interstate 
commerce act. 

Examiner McGrath said the packing company showed that 
switching service was performed without charge in addition to the 
line-haul rate, either by the line-haul carrier or by a terminal 
switching railroad, the switching charges of which were ab- 
sorbed by the line-haul carrier, at various meat packing plants 
many of which competed with Kingan & Co. The examiner 
said the question whether the switching performed at other 
meat packing plants was in excess of that which the carriers 
serving those plants were obligated to furnish under their 
line-haul rates had not been made the subject of investigation 
by the Commission or otherwise directly presented for the 
Commission’s determination. However, said the examiner, if 
the conclusions here proposed were adopted by the Commis- 
sion he recommended that it promptly institute, by its own 
motion, an appropriate investigation with respect to the lawful- 
ness of the switching service performed at the plants of other 
meat packing companies. 


DENVER-TACOMA TRUCK RIGHTS SALE 


Examiner M. L. Winson, of the section of finance of the 
Commission’s Bureau of Motor Carriers, in a proposed report in 
MC F-1827, Dave Cohen, et al.—Purchase—James A. Gaynor 
and Arthur E. Flack, has recommended that the Commission 
authorize purchase by Laurence, Felix, Dave and Harry Cohen, 
partners dba Denver-Chicago Trucking Co., of Denver, Colo., of 
operating rights of James A. Gaynor and Arthur E. Flack, 
partners dba American Motor Freight Co., also of Denver, for 
a consideration not exceeding $8,000. The examiner said that 
under an agreement the vendees would purchase vendor’s rights 
as a motor common carrier of general commodities over regular 
routes from Denver to Tacoma, Wash., and of fish and frozen 
fruits and vegetables from Seattle, Wash., to Denver, over 
specified routes. ; : . 

The examiner said it was not necessarily inconsistent with 
the public interest to provide the public with improved service, 
even if the effect on the revenues of protestants was somewhat 
unfavorable. 


Proposed Reports 
Boots and Shoes 


In I. and S. M-1669, Boots and Shoes, Boston, Hartford, 
N. Y., to Pacific Coast, embracing MC C-282, Shoes and Boots, 
Eastern and New England Points to Pacific Coast. By Ex- 
aminer L. A. Jackson. In I. and S. M-1669, proposed reduced 
less-truckload commodity rate of $4.80 a hundred pounds, in 
lieu of a rate of $4.95, on boots and shoes from Boston, Mass., 
Hartford, Conn., and New York, N. Y., to Portland, Ore., and 
points in California and Washington, just and reasonable. In 
MC C-282, rates of respondent motor common carriers on the 
same commodities, less-truckloads, from Boston, Hartford, New 
York, Baltimore, Md., and Philadelphia, Pa., to Portland and 
points in Washington and California, not unreasonable. The 
rate suspended in I. and S. M-1669 became effective April 5. 
The examiner said the proceedings should be discontinued. 


Wrought Iron Pipe 


No. 28783, Republic Steel Corporation vs. Baltimore & 
Ohio et al. By Examiner L. J. P. Fichthorn. Dismissal pro- 
posed. Combination rate of 65 cents charged, wrought iron 
pipe, carloads, over rail-ocean-rail route, shipped between Sep- 
tember 13 and November 17, 1940, from Youngstown, O., to 
Corpus Christi, Tex., inapplicable, resulting in undercharges. 


TRAFFIC WORLD 


The examiner said the Commission should find that the ap- 
plicable rate was 66.25 cents and that the applicable rate was 
in violation of the aggregate-of-intermediates provision of sec. 
tion 4 and was unreasonable to the extent that it exceeded the 
rate of 65 cents. Waiver of collection of outstanding under. 
charges proposed to be authorized. 


Motor Proposed Reports 


(Recommended orders in proposed motor reporis, at expiration 
of 20 days from date of service of reports (unless otherwsse stated), 
become effective unless exceptions have been filed within the 20-day 
period or excepitons have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicont has home office is ahown in “‘black face’’ type, 
with name of town or city ;ollowing.) 


Ontario, Canada (Fort Francis)—MC 103699, John Stew. 
art, contract carrier. Permit proposed. Pulpwood, from the 
international boundary between the U. S. and Canada, through 
— of entry at International Falls, Minn., to Internationa] 

alls. 

West Virginia (Oak Hill)—MC 103636, M. H. Wilkerson, 
common carrier. Certificate proposed. Household goods be. 
tween points in Fayette county, W. Va., on the one hand, and 
points in W. Va., O., Ky., N. C. and Va., on the other. 

New Hampshire (North Stratford)—-MC 103558, Warren J. 
McNeeley, common carrier. Certificate recommended. Pulp. 
wood and logs, between points in Essex and Caledonia coun. 
ties, Vt., and Coos county, N. H. 

New Hampshire (North Stratford)—-MC 103557, Franklin 
A. Greatorex, common carrier. Denial proposed for want of 
prosecution. Pulpwood and logs, between points in Essex and 
Caledonia counties, Vt., and Coos county, N. H. 

lowa (Elk Horn)—MC 88411, Sub. 1, Walter Weddun, ex- 
tension. Certificate proposed. Specified commodities in Ia. 
and Neb. 

Minnesota (St. Paul) —-MC 63562, Sub. 5, Northern Pacific 
Transport Co., extension. Certificate recommended, subject to 
conditions. General commodities, in coordinated motor-rail 
service, to and from Whitstran, Wash., as an off-route point to 
applicant’s presently authorized regular-route operations. 

New York (Unadilla)—-MC 50175, Sub. 1, Earl Codington, 
extension. Denial of certificate proposed. General and speci- 
fied commodities in N. Y. and N. J. 

New York (Nyack)—MC 39215, Sub. 1, Volk’s Express, 
Inc., extension. Certificate proposed. General commodities, 
with exceptions, Nyack to points in specified counties in N. Y. 

Indiana (Star City)—-MC 103408, Robert Moyer. Permit 
proposed. Fruits and vegetables, and pickles in brine, from 
points in Ind. and O. and lower peninsula of Mich. to Blue 
Island, Ill.; fruits and vegetables from points in IIl., O. and 
lower Mich. peninsula to Brazil, Ind., and equipment and sup- 
plies used in producing, processing, sorting, weighing and trans- 
porting fruits and vegetables between Blue Island and points 
in Ind., O. and lower Mich. peninsula and between Brazil and 
points in Ill., O. and lower Mich. peninsula, over irregular 
routes. 

New York (Limestone)—MC 103380, Archie J. Martin. 
Denial of certificate proposed. Coal from Brockway, Pa., t0 
Limestone, N. Y., and points within 10 miles thereof, over il- 
regular routes. 


Pennsylvania (Williamsport)—MC 80479, Sub. No. 1, 
Catharine G. Sullivan. Certificate proposed. Packing house 
products from points in Pa. within 100 miles of Williamsport 
to Williamsport, over irregular routes. 

New York (Rochester)—MC 36060, Sub. No. 1, Rochester 
Carting Co. Denial of certificate proposed. General com- 
modities between points in Monroe county, N. Y., and house- 
hold goods between points in N. Y. and points in 29 specified 
states, D. C. and Quebec and Ontario, Canada, over irregula? 
routes. : 

Maryland (Oakland)—MC 30631, Sub. No. 1, Francis W. 
Sanders. Certificate proposed. Bituminous coal from points 
in Garrett county, Md., within 6% miles of Gorman, M4d., t0 
Gorman, and telephone poles from railroad sidings on the Bal- 
timore & Ohio between Cumberland, Md., and Parkersburg, 
W. Va. to points in specified Md. and W. Va. counties, ove! 
irregular routes. 

Pennsylvania (St. Marys)—-MC 15371, Sub. 1, A. L. Salter 
and Carl Salter. Certificate proposed. Tannery supplies and 
machinery from Parsons, W. Va., to Port Allegany, St. Marys 
and Westover, Pa., over irregular routes. ; 

Nebraska (Hastings)—-MC 7077, Sub. No. 1, Lewis | 
Newman. Denial of permit proposed. Farm machinery and 
parts from Hastings to points in S. D., N. D., Minn., WY®: 
Mont. and Ind., and machinery, parts, supplies, and material 
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used in manufacture of farm machinery from points in Ia., Til., 
Mo., Kan., Colo., S. D., Minn., Wyo., Mont. and Ind., to Has- 
tings, over irregular routes. 

California (San Francisco)—-MC 1511, Sub. No. 51, Pa- 
cific Greyhound Lines. Certificate proposed. Passengers, bag- 
gage, express, newspapers and mail between Santa Rosa, Calif. 
and Monte Rio, Calif., over specified routes, with service at 
intermediate points. : 

Illinois (Chicago)—-MC 2815, Sub. No. 7, the Willett Co. 
of Indiana, Inc., embracing Sub. No. 8, Same. Certificate pro- 
posed, in Sub. No. 7, as to general commodities between An- 
derson and Matthews, Ind., over specified routes, and in Sub. 
No. 8, as to general commodities between specified points in 
Ind., over specified routes, subject to conditions, including one 
that applicant’s service be limited to service auxiliary to or 
supplemental of rail service of the Pennsylvania. 

Georgia (Oglethorpe)—MC 103582, W. C. Williams. De- 
nial of permit proposed. Merchandise, equipment and supplies 
dealt in by wholesale and chain grocery companies, between 
points in Ga., over irregular routes. 

Kentucky (Louisville)—MC 103409, C. Aubrey. Denial 
of certificate proposed. Household goods between Louisville 
and points in Ind., and between points in Ind., on the one hand, 
and points in Ky., on the other, over irregular routes. 

Washington (Seattle)—-MC 100363, Coast Transit, Inc. On 
further hearing, denial of certificate proposed. General com- 
modities, with exceptions, between Seattle and Bellingham, 
Wash., over regular route, serving all intermediate points. The 
joint board said that in the prior report, 29 M. C. C. 825, the 
Commission, division 5, found that public convenience and ne- 
cessity did not require the proposed operation and that, on 
petition by applicant, the Commission’s order of June 14, 1941, 
was vacated and set aside, and the proceeding was reopened 
for further hearing. 

New York (Niagara Falls)—-MC 82083, Sub. No. 2, Charles 
Addison Kuhns. Denial of certificate proposed. General com- 
modities between Niagara Falls and points within 15 miles 
thereof, between Lockport, N. Y., and points within 15 miles 
thereof, and between Buffalo, N. Y., and points adjacent or 
contiguous thereto, including Grand Island, N. Y., over irreg- 
ular routes. 

Kansas (Hutchinson)—-MC 46599, Sub. No. 7, J. W. Heal- 
zer. Certificate proposed. General commodities, with excep- 
tions, between Wichita, Kan., and points within five miles 
thereof, serving the latter points as intermediate or off-route 
points in connection with authorized regular route operations. 

Pennsylvania (Moscow)—-MC 45177, Sub. No. 1, Cyril M. 
Kolibaba. Certificate proposed. Hay, straw, peat moss, humus, 
live stock, bedding, stone and fertilizer between Moscow, Pa., 
and points within five miles thereof, on the one hand, and, on 
the other, points in N. J. and N. Y., over irregular routes. 

Nebraska (Omaha)—MC 40223, Sub. No. 16, Interstate 
Transit Lines, Inc. Certificate proposed. Passengers, baggage, 
express, newspapers and mail between point 0.8 mile south of 
Basehor Corner, Kan., and point 1.5 miles east of New Junc- 
tion, Kan., over specified route, serving all intermediate points. 

Wyoming (Sheridan)—MC 94303, Sub. 1, A..F. Germann, 
extension. Certificate proposed. General commodities, with 
exceptions, between Birney, Mont., and Lame Deer, Mont. 

New Jersey (Gloucester) — MC 103250, Sub. 1, Martin 
Ragen, extension. Permit proposed. Such materials, supplies, 
equipment, as are used by telephone companies in the con- 
struction, maintenance, and repair of their equipment, between 
specified points in N. J., N. Y., and Pa. 

Washington (Spokane)—-MC 75318, Sub. 3, Cater Transfer 
& Storage Co., Inc., extension. Certificate recommended. 
General commodities, with exceptions, between points within 
15 miles of Spokane, including Spokane. 

Michigan (Grand Rapids)—-MC 69833, Sub. 1, Associated 
Truck Lines, Inc., extension. Certificate proposed. General 
commodities, with exceptions, between specified points in Mich. 

Missouri (St. Louis)—-MC 61616, Sub. 23, Missouri Pacific 
Transportation Co., extension. Certificate proposed. Pas- 
Sengers, baggage, express, mail and newspapers between junc- 
tion U. S. highway 40 and Kansas highway 7 and Victory 
Junction, Kan. 

Florida (Tampa)—MC 36473, Sub. 25, Central Truck Lines, 
Inc., extension. Certificate proposed. General commodities, 
With exceptions, between Dunnellon and Yankeetown, Fla. 

New York (Brooklyn)—-MC 50235, Sub. 2, Murray Feigen- 
baum, extension. Denial of certificate proposed on finding 
operation by applicant as a common carrier of uncrated furni- 
ture, furniture frames, materials and accessories incidental to 
the assembly of finished furniture between New York, N. Y., 
and Baltimore, Md., on the one hand, and points in Va., W. Va., 
Md., Pa., N. J., Del., N. Y., Conn., R. L, and Mass., in connec- 
tion with applicant’s operation as a contract carrier of the same 
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commodities between N. Y., and Washington, D. C., serving 
certain intermediate points, not consistent with the public 
interest and the national transportation policy. 

Pennsylvania (Scranton)—-MC 103590, Fred Carpentier, 
extension. Permit proposed. Tobacco, tobacco products, and 
supplies and materials used in the treatment and manufacture 
of tobacco and tobacco products, between Scranton, Pa., and 
Jersey City, N. J. Dual operations, as such a carrier and as 
a common carrier authorized in MC 64063, proposed. 


Indiana (Fort Wayne)—MC 103373, Gusta E. Leininger, 
common carrier. Certificate proposed. Heavy machinery and 
road construction materials, supplies and equipment, between 
points in Ind and O. 


New York (Kendall)—-MC 96489, Howard Bowen, common 
carrier. Denial proposed. Fruits, produce, canned goods, frozen 
foods, sugar and citrus fruits, points in Monroe and Orleans 
counties, N. Y., to points in Md., O., Pa. and N. J., and citrus 
fruit and agricultural commodities, points in O., Md., Pa. and 
N. Y., N. Y. to points in specified counties in N. Y. 


Indiana (Richmond)—MC 79604, Sub. 1, Ott Trimble, ex- 
tension. Permit recommended. Malt beverages, in contain- 
ers, Milwaukee, Wis., St. Louis, Mo., and Newport, Ky., to 
Richmond, Ind., and empty malt beverage containers from 
Richmond to Milwaukee, St. Louis and Newport. 

Wisconsin (Milwaukee)—MC 71134, Sub. 2, Royal Transit, 
Inc., extension. Denial of certificate proposed. General com- 
modities between Gurnee and Joliet, Ill., serving Libertyville, 
Ill., as an intermediate point. 

New York (New York)—MC 66562, Sub. 414, Railway Ex- 
press Agency, Inc., extension. Certificate proposed, on condi- 
tions. Baggage, between Albany and Thomasville, Ga. 

Wisconsin (Burlington)—-MC 57562,. Sub. 2, Alfred E. 
Bramucci, common carrier. Denial for want of prosecution 
proposed. ‘Persons, newspapers, express, baggage and mail 
between points in Wis. and Ill. 

Wisconsin (Bloomer)—MC 56169, Sub. 4, A. G. Henneman, 
extension. Certificate proposed. Butter, powdered milk and 
sweet cream between Rusk, Wis., and junction of Wisconsin 
county highway B and U. S. highway 12. 

lowa (Lewis)—MC 3276, Sub. 1, Willard Stevens, Max 
Stevens and Emery Stevens, extension. Denial of certificate 
proposed. Live stock and unprocessed agricultural commodi- 
ties between Lewis, Ia., and points within 30 miles thereof, on 
the one hand, and Kansas City and St. Joseph, Mo., Kansas 
City, Kan., and Chicago, Ill., on the other; also sand from 
Plattsmouth, Neb., and points within 8 miles thereof, on the 
one hand, and Lewis, Ia., and points within 30 miles thereof, on 
the other. 

lowa (Cumberland)—MC 1358, Sub. 6, Harley White and 
Harry White, extension. Denial of certificate proposed. Ani- 
mal and mineral feeds, and fertilizers, points in the Chicago, 
Ill., commercial zone, Burlington, Wis., Quincy, IIll., Kansas 
City, St. Joseph and Maryville, Mo., to Cumberland, Ia., and 
points in Ia., within 65 miles of Cumberland. 


Colorado (Sterling)—-MC 103453, Dean Resler, contract 


carrier. Certificate proposed. Specified commodities between 
Denver, Colo., and Grant, Neb. 


lowa (Treynor)—MC 79052, Sub. 1, Clarence E. Andersen 
and Vernon A. Andersen, extension. Certificate recommended. 
Specified commodities in Neb. and Ia. 


Pennsylvania (Uniontown)—-MC 77477, Monticue Lines, 
Inc., common carrier. Certificate proposed. Continuance of 
operation, sugar, Baltimore, Md., to points in O., W. Va. and 
Pa. The report said that although the application stated that au- 
thority was sought to operate over regular routes, Monticue 
operated over irregular routes prior to the leasing of equip- 
ment of owner-operators. Since Monticue began leasing such 
equipment, it said, Monticue had instructed the drivers to use 
certain highways. Such instructions, however, it said were purely 
for the purpose of designating the best highways from an operat- 
ing standpoint. The service rendered, it added, was irregular 
in point of time and the large territory served precluded a 
conclusion that the operations were those of a regular route 
carrier. 


Ohio (Akron)—MC 72444, Akron Chicago Transportation 
Co., Inc., common carrier, embracing MC 34683, W. B. Snow 
and Floyd D. Snow, common carrier. Certificates proposed. 
Continuance of operations in MC 72444 as to general commodi- 
ties, with exceptions, between points in Ill., Ind., O., Pa.. 
W. Va. and N. Y., over both regular and irregular routes, and 
continuance of operations in MC 34683 as to household goods 
between points in O., on the one hand, and points in IIl., 
N. Y., Pa., Mo., Ind., W. Va. and N. J., on the other, over 
irregular routes. 


New York (Buffalo)—-MC 22527, Sub. 1, Riverside Service 








324 


Corporation, extension. Dismissal of application for a certifi- 
cate proposed at applicant’s request. Airplanes and parts, 
new, used, damaged or demolished, combat tanks, machine guns 
and parts, points in N. Y., on the one hand, and points in all 
states east of the Mississippi River, and Minn., Mo. and La., 
on the other. 

Indiana (Wabash)—MC 22497, Sub. 2, R. D. Allisbaugh, 
extension. Permit recommended. Specified commodities in 
Ind., Ill., Ky., Mo. and O. Grant of a permit is on condition 
that applicant surrender for cancellation his permits in MC 
22497 and MC 22497, Sub. 1. 

Wisconsin (Milwaukee)—-MC 6031, Sub. 5, Barry Trans- 
fer & Storage Co., Inc., extension. Permit proposed. Such 
merchandise as is dealt in by wholesale, retail and chain gro- 


wen and food business houses, etc., Milwaukee to Ishpeming, 
ich. 


New York (Glen Spey)—MC 96293, Alexander W. Steel, 
common carrier. Amended certificate proposed on further pro- 
ceedings. Passengers, baggage, express and newspapers, in the 
season extending from June 15 to September 15, between Pond 
Eddy, Pa., on the one hand, and points in Lumberland town- 
ship, Sullivan county, N. Y., on the other. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 13783, Greene Railroad Co. control, 
authorizing acquisition by the Delaware, Lackawanna & Western 
Railroad Co. of control of the Greene Railroad Co. through ownership 
of stock. Approved. 

Report and certificate in F. D. No. 13785, Schoharie Valley Rail- 
way Co. abandonment, permitting abandonment by the Schoharie Val- 
ley Railway Co., as to interstate and foreign Gommerce of its entire 
line of railroad in Schoharie County, N. Y. Approved. 

Report and certificate in F. D. No. 13789, Michigan Central Rail- 
road Co. et al. abandonment, permitting abandonment by the Michigan 
Central Railroad Company, and abandonment of operation by the New 
York Central Railroad Co., lessee, of a portion of a branch line of 
railroad in Huron County, Mich. Approved. 

Report and certificate in F. D. No. 13800, Portland Terminal Co. 
abandonment, permitting abandonment by the Portland Terminal Com- 
pany of a portion of a branch line of railroad in Cumberland County, 
Me. Approved. 


MOTOR FINANCE CASES 


MC F-1926, Suburban Motor Freight, Inc., purchase—Hanson 
Motor Express, Inc. Application for authority under section 210a(b) 
of Suburban Motor ‘Freight, Inc., of Columbus, Ohio, for temporary 
operation of certain motor-carrier rights of Hanson Motor Express, 
Inc., of Chicago, J\l,, granted July 31, 1942, subject to conditions. 

MC F-1831, Kenosha Auto Transport Corporation, purchase—Clar- 
ence F. Shepler. Purchase by Kenosha Auto Transport Corporation, 
of Springfield, Ohio, of operating rights and property of Clarence F. 
Shepler, doing business as Shepler-Curry Company, of Toledo, Ohio, 
approved and authorized, subject to condition. 

MC F-1929, Oliver L. Buckingham et al., purchase—Ralph H. Woods 
(Bessie I. Woods, Executrix). Application for authority under section 
210a(b) of Oliver L., Glen O., Harold D., and Earl F. Buckingham, 
a partnership, doing business as Buckingham Transportation Com- 
pany, of Rapid City, S. D., for temporary operation of motor-carrier 
rights of Ralph H. Woods, doing business as Woods Truck Line, 
Bessie I. Woods, Executrix, of Hastings, Neb., granted July 30, 1942, 
subject to conditions. 

MC F-1684, David C. Hall, purchase—Magee Truck Lines, Inc. 
(James W. Fox, Trustee), embracing No. MC F-1792, Loyd Bond, 
purchase—Magee Truck Lines, Inc. (James W. Fox, Trustee). 1. Pur- 
chase by David C. Hall, doing business as D. C. Hall Motor Trans- 
portation, of Fort Worth, Tex., of certain operating rights of Magee 
Truck Lines, Inc. (James W. Fox, Trustee), of Jackson, Miss., ap- 
proved and authorized, subject to condition. 2. Purchase by Loyd 
Bond, doing business as Bond Motor Lines, of Jackson, of certain 
operating rights and property of Magee Truck Lines, Inc. (James W. 
Fox, Trustee), approved and authorized, subject to condition. 

MC F-1824, Harry Ratner, purchase—John R. Weaver. Purchase 
by Harry Ratner, doing business as Midwest Transfer Company, of 
Maywood, Ill., of operating rights and property of John R. Weaver, 
doing business as Weaver Trucking Company, of Monroe, Mich., ap- 
proved and authorized, subject to condition. 

MC F-1924, Hemingway Brothers Interstate Trucking Company, 
purchase—Harry Davis and Maurice H. Roberts; MC F-1925, Hermann 
Forwarding Company, purchase—Harry Davis and Maurice H. Roberts. 
Applications for authority under section 210a(b) of Hemingway 
Brothers Interstate Trucking Company, of New Bedford, Mass., and 
Hermann Forwarding Company of New Brunswick, N. J., for tem- 
porary operation of certain motor-carrier rights of Harry Davis and 
Maurice H. Roberts, a partnership, doing business as Davis-Roberts 
Motor Lines, of New York, N. Y., granted August 3, 1942, subject to 
conditions. 


COMMISSION ORDERS 


MC 20783, W. H. Tompkins Co., common carrier application; and 
MC 20783 Sub. No. 1, Same, extension of operations, seven states. 
Order of May 29, 1941, vacated. Reopened for reconsideration. 

MC 68944, Western Truck Lines, Inc., common carrier application. 
Order of May 2, as subsequently modified to become effective August 
19, to extent said order denied application, vacated. Reopened for 
reconsideration. 

W-376, Pan-Atlantic Steamship Corporation, common carrier ap- 
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plication. Effective date of certificate and order issued June 15 Post- 
poned to October 24. 

I. & S. No. 4914, crude sulphur, Texas to Tennessee. Petitions 
filed by Southern Water Carrier Conference and New Orleans Joint 
Traffic Bureau for reopening and reconsideration denied. 

MC 46001, W. L. Byrnes, Inc., common carrier application. Re. 
opened for further hearing for purpose of receiving evidence of pub- 
lic convenience and necessity and of applicant’s fitness, willingness 
and ability to conduct motor-carrier operations for which authority 
is sought. 

MC 47840, Richard J. Hinsch, Jr., contract carrier application. Re 
opened for reconsideration solely with respect to right of applicant 
to continue transportation of candy, confectioneries, chocolate, choco- 
late coating, cocoa, cocoa butter, cocoa shells, cocoa beans, almonds, 
peanuts, crackers, biscuits, related advertising matter, and empty 
drums, between Boston and Milton, Mass., on one hand, and, on other, 
points in vicinity of New York within commercial zone of New York 
as determined in New York, N. Y., Commercial Zone, 1 M. C. C. 665 
and 2 M. C. C. 191, New Rochelle, Port Chester and Garden City, N. y,, 
and Elizabeth, Newark, Paterson, Passaie, Hackensack, Irvington, 
Orange, New Brunswick, Kearny and Clifton, N. J. Order of March 
4, as subsequently modified to become effective August 15, only in 
so far as it denied applicant authority to conduct above-described 
operations, vacated. 

MC 76918, Bateman’s Motor Express, Inc., common carrier appli- 
cation. Order of November 2, 1940, and order of February 28, 1942, 
and certificate issued April 24, 1942, vacated. Reopened for recon- 
sideration, 

MC 89964 Sub No. 2, R. R. DeFoor, dba DeFoor Truck Lines, cot- 
ton extension. Reopened for further hearing. 

MC F-1506, Kellogg Express and Draying Co., control, Napa Trans- 
portation Co. Time within which authority granted by report and 
order of November 5, 1941, as supplemented and modified December 
23, 1941, and April 28, 1942, may be exercised extended to September 
30. 

Finance No. 11531, application of Louisiana & Arkansas to pur- 
chase properties of Rock Island, Arkansas & Louisiana. Application 
dismissed on request of Louisiana & Arkansas. 

MC 23929 Sub No. 1, Alto Trucking Co., Inc., extension, Hazleton, 
Wilkes-Barre and Allentown, Pa. Order of May 6, to extent it denied 
application, effective June 16, vacated. Reopened for reconsideration. 

No. 17000, Part 7, rate structure investigation, grain and grain 
products within the western district and for export. Petition by 
respondents for further modification of order of December 7, 1940, as 
amended July 25, 1941, in connection with third supplemental report 
on further hearing, 243 I. C. C. 83, denied. 

W-359, Cornell Steamboat Co., contract carrier application. Effec- 
tive date of certificate and order issued June 15 postponed to October 
24. 

MC F-1902, Moshassuck Transportation Co., purchase, Ruth L. 
Blinkhorn. Fifteen-cay compliance period specified in order of July 
15 extended to expire August 6. 

No. 28846, increases in Texas rates, fares and charges. Motion 
filed by Texas Industrial Traffic League that Commission amend its 
order of investigation dated June 24 by eliminating therefrom rates 
on grain, grain products and articles taking same rates overruled. 

MC C-149, contract minimum charges from and to Baltimore, Md.; 
and |. & S. M-861, Valley Transport Lines, contract minimum charges. 
Order of February 3 further modified to extent that respondents shall 
be required to comply with terms of said order on or before September 
15 in manner set forth in order. 

MC C-340, Pittsburgh Water Heater Corporation vs. Long Trans- 
portation Co. Complaint dismissed on complainant’s request. 

No. 28438, Bonneville, Ltd., vs. Alton et al. Petition of official 
territory defendants for further hearing, reconsideration and argument 
denied. 

No. 28604, J. A. Farquharson, National Legislative Representative 
Brotherhood of Railroad Trainmen vs. D. & H. et al. Complaint dis- 
missed on complainant’s request. 

No. 28635, R. E. Schanzer, Inc., vs. A. G. S. et al. 
complainant for reopening and reconsideration denied. 

MC F-581, Transamerican Freight Lines, Inc., purchase, Earle H. 
Daniel. Application dismissed. 

MC F-1879, G. S. Fraps, Jr., purchase, Lester Q. Lindley. Petl- 
tion of Fred Jones, dba Fred Jones Truck Lines; Missouri and 
Arkansas Transportation Co.; and Powell Bros. Truck Lines, Inc., for 
entry of an order directing G. S. Fraps, Jr., to cease and desist opera- 
tions conducted pursuant to order entered June 25 under section 
210a(b), authorizing lease by said G. S. Fraps, Jr., of that portion of 
the motor-carrie. operating rights of Lester Q. Lindley, dba Lindley 
Truck Co., under MC 85165 covering operations between Springfield, 
Mo., and Little Rock, Ark., over U. S. Highway 65, for a period not 
exceeding 180 days beginning with date thereof, denied. 

W-360, W. R. Chamberlin, dba W. R. Chamberlin & Co., contract 
carrier application. Reopened for reconsideration. 


Petition of 


RAILS TO REFUND MEAT CHARGES 

The Commission, by division 2, by order has authorized and 
directed railroads, parties to Ex Parte 148, to adjust charges 
on shipments of fresh meats, salted meats and packing house 
products and animal tails or switches, green salted, and 
animal switches, dry. The railroads, in asking for authority 
to make refunds, said that on March 18 in Ex Parte 148 they 
had increased their rates to a greater extent than intended. 
The higher rates were in effect between March 18 and June 11, 
being reduced to what was intended on June 12. 

The Commission, in granting permission to make refunds, 
said the carriers should promptly file with it statements 
definitely and clearly describing the shipments on which ad- 
justments shall have been made under authority of this order. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Cempany.) 
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(District Court, S. D. New York.) The claims for loss of 
life, bodily injury, and damage to personal property of pas- 
sengers and crew, as result of stranding of steamship, were 
based on negligence and were not affected by provisions of 
Harter Act exempting shipowner from liability for negligent 
navigation. Harter Act, Sec. 3, 46 U. S.C. A., Sec. 192. 

Under Harter Act exonerating shipowner from liability for 
negligent navigation under certain conditions, shipowner and 
charterer were entitled to exoneration from liability for cargo 
damage or loss resulting from faults or errors in navigation 
or in management of vessel, provided they exercised due dili- 
gence to make vessel seaworthy and properly manned, equipped, 
and supplied. Harter Act, Sec. 3, 46 U. S.C. A., Sec. 192. _ 

In proceeding by shipowner and charterer for limitation 
of liability for cargo damages occurring as result of stranding 
of steamship, burden was on petitioners of making necessary 
showing that they exercised due diligence to make vessel in 
all respects seaworthy and properly manned, equipped, and 
supplied. Harter Act, Sec. 3, 46 U. S. C. A., Sec. 192. ; 

The time for applying test of vessel’s “seaworthiness,” 
which is whether vessel is reasonably fit to carry the cargo 
which she has undertaken to transport, is at commencement of 
voyage, in determining owner’s exoneration from liability 
under Harter Act. Harter Act, Sec. 3, 46 U. S. C. A., Sec. 192. 

Master of vessel has duty of obtaining necessary data to 
enable him properly to navigate vessel as part of the navigation 
of the vessel. 

Evidence established that stranding of steamship was 
caused by “faults or errors in navigation” amounting to negli- 
gence, and that vessel was in all respects seaworthy and 
properly manned, equipped, and supplied at commencement 
of voyage, so as to entitle owner and charterer to be exon- 
erated under the Harter Act on claims for loss of or damage to 
cargo. Harter Act, Sec. 3, 46 U.S: C. A., Sec. 192. (The Havana, 
45 Fed. Supp. 244.) 





e * 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, 8t. Paul, Minn. 
Copyright, 1942, by West. Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Ohio.) An appeal lies only on behalf of 
a party aggrieved by the final order appealed from. : 

Appeals are not allowed for the purpose of settling ab- 
stract questions, however interesting or important to the 
public generally, but are allowed only to correct errors in- 
juriously affecting the appellant. ; 

That counsel for appellant were heard by the Public 
Utilities Commission in common with counsel and representa- 
tives of other interests and that appellant may have been 
made a party to proceedings before the commission gave 
appellant no right to appeal to the Supreme Court from com- 
mission’s order in absence of showing that it was an aggrieved 
party whose substantial right was affected by order. Gen. 
Code, Secs. 499-6a, 544, 614-83, 614-89. (Ohio Contract Car- 


— vs. Public Utilities Commission, 42 N. E. Rep. 
) 





(Court of Appeals of Kentucky.) Where railroad contended 
that it notified buyer of the arrival of carload of flour, and 
buyer contended that he did not receive notice, testimony of 
car service clerk of railroad that he informed buyer by tele- 
Phone of the arrival of the flour, was admissible, though the 
Witness did not claim that he recognized the voice of anyone 
In buyer’s office, and was not given the name of the person 
with whom he talked on the telephone. 

In action by railroad against buyer of flour and his surety 
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on blanket bond covering freight delivered prior to surrender 
of order bills of lading to recover amount which railroad had 
been required to pay consignor of flour which was destroyed by 
fire while on sidetrack adjoining buyer’s warehouse before 
bill of lading was surrendered to railroad, evidence was suffi- 
cient to take case to jury on question whether railroad gave 
notice to buyer of the arrival of the flour. 

Stipulation in order bill of lading requiring its surrender 
on delivery of the property was for the benefit of the railroad, 
and hence stipulation did not relieve consignee and its surety 
from liability to railroad on blanket bond covering freight 
delivered by railroad prior to surrender of order bills of lad- 
ing, for amount railroad had been required to pay consignor 
for goods shipped which were destroyed by fire while on side- 
track adjoining consignee’s warehouse. 

The fact that blanket bond covering freight delivered 
prior to surrender of order bills of lading is provided for in 
rule of the Interstate Commerce Commission, indicates that it 
is the purpose of the rule to enable carriers and shippers to 
arrange for prompt and orderly delivery of freight shipped on 
“to-order” bills and to avoid inevitable delay, where consignee 
must pay the draft at the bank, procure the bill of lading and 
deliver it to the carrier after he receives notice of the arrival 
of the goods. 

A blanket bond covering freight delivered by a carrier to 
the consignee prior to surrender of order bills of lading was 
valid under the rules of the Interstate Commerce Commission. 

Trial court did not err in failing to instruct on matter 
a = issue. (Bradley vs. Illinois Cent. R. Co., 163 S. W. Rep. 

d 26.) 


COTTONSEED CUT-BACK RATE 


A federal three-judge court for the northern district of 
Mississippi in Columbus & Greenville Railway Co. vs. U. S. 
et al. has set aside and annulled the Commission’s order in 
Cottonseed Allowances to Columbus & Greenville, docket 
No. 28590, 248 I. C. C. 441. 

In that case the Commission condemned as unlawful a 
tariff of the railroad which provided for a so-called cut-back 
rate on cottonseed, or its products that had been transported 
by railroads other than the Columbus & Greenville to mill 
points and later transported via the Columbus & Greenville 
and its connections. The Commission held the cut-back rate 
operated as a reduction in the joint outbound rate since the 
Columbus & Greenville did not participate in the inbound 
movement. It held that such a reduction could not lawfully 
be made effective without the concurrence of all carriers par- 
ties to the joint rate. re 

The court’s opinion was predicated on the asserted fact 
that the Columbus & Greenville, in making the cut-back was 
merely maintaining its competitive position with respect to 
this traffic and that the net result of the tariff was to es- 
tablish freight charges via it that were the same as those 
available to shippers over other lines. The ultimate finding 
was that the tariff created no variation of the joint outbound 
rate since the shipper paid the full rate and the cut-back was 
absorbed by the Columbus & Greenville. The court’s theory 
was that the cut-back operated on the inbound rate and, there- 
fore, the outbound rate was: undisturbed. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Eastern Michigan district, at Detroit. Edward McClosky, 
dba McClosky & Shaffer, a contract carrier of Chicago Heights, 
Ill., Diamond Crystal Salt Co., Inc., of St. Clair, Mich., a ship- 
per, and William H. Markle, also of St. Clair, traffic manager 
of the shipper, were fined a total of $2,500 July 29 on their 
separate pleas of guilty to two informations charging violations 
of part II of the interstate commerce act. On one information 
McClosky was fined $1,250 for granting rate concessions to 
the shipper, and for transporting property without having filed 
and in force a schedule of minimum rates and charges. All 
the fine has been required to be paid. On the other informa- 
tion, the shipper was fined $1,000 for accepting concessions 
from McClosky, and Markle was fined $250 for aiding and 
abetting the shipper with respect to such offense. The entire 
amount of these fines was paid forthwith. 

Northern Indiana district. Homer M. Smith, of Bluff- 
ton, Ind., a motor common carrier, was fined $250 on his plea 
of nolo contendere to all counts of a criminal information 
charging the granting of rate concession to Estey Piano Cor- 
poration, of Bluffton, with respect to transportation of prop- 
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erty in interstate commerce. Estey Piano Corporation was 
fined $500 on its plea of nolo contendere to all counts of a 
criminal information charging the receipt of rate concessions 
from Homer M. Smith. 

North Dakota district, at Fargo. Consolidated Freightways, 
Inc., of Portland, Ore., a motor common carrier, was fined 
$1,755, July 31, following conviction after trial on June 23, 1942, 
before the court without a jury, on a criminal information 
charging it with transporting property in interstate commerce 
without a certificate. The entire amount of the fine was re- 
quired to be paid. On December 5, 1941, the Commission 
obtained a permanent injunction in the same court restraining 
defendant from operating without a certificate over the same 
route involved in the instant case. 

Eastern Michigan district, at Detroit. Northern Trails, 
Inc., of New York, N. Y., a motor common carrier of pas- 
sengers, and Canfield Tow-Bar & Driveaway Co., of Detroit, 
a motor common carrier of automobiles by the driveaway 
method, were find a total of $1,500, July 29, on pleas of guilty 
to informations charging the former with granting rate con- 
cessions to the latter in connection with transportation of drivers 
of the latter firm, and charging the latter with accepting and 
receiving concessions from Northern Trails, Inc. Northern was 
fined $1,000 and Canfield was fined $500. The fines were re- 
quired to be paid. 


LOADING COTTON IN OKLAHOMA 


A three judge federal court for the western division of the 
western district of Tennessee has dismissed No. 431, L. T. 
Barringer & Co. vs. United States and Interstate Commerce 
Commission, in which was sought an order of the court forbid- 
ding the enforcement of the Commission’s decision in I. and S. 
No. 4981, Loading Cotton In Oklahoma. The litigation also 
embraced I. and S. No. 4996, Loading Cotton on St. L. S. F. & 
T. in Texas. 

In these cases the Commission found that the elimination 
of the rail carriers’ loading charge on cotton originating in 
Oklahoma and moving from a compress point to Texas Gulf 
ports and Lake Charles, La., at the carload rate from the origin 
points was just and reasonable and not shown to be otherwise 
unlawful. 

A further finding was that the reestablishment of the load- 
ing charge on similar shipments originating in Texas, on the 
St. L. S. F. & T. in Texas, and destined to the same points, 
including New Orleans, La., for export, was just and reasonable. 
The difference in treatment was ascribed by the railroads to 
truck competition at some places and its absence at others. 


Printing Paper to Chicago 


Wisconsin paper makers asserting, in I. and S. No. 5078, 
Printing Paper, Houston, Tex., to Chicago, Ill., and Fourth 
Section Applications Nos. 19190 and 19191, that a rail rate of 
37% cents on printing paper from Houston to Chicago repre- 
sented destructive competition between rail and canal rates, 
have asked the Commission to reconsider the decision of divi- 
sion 2, made May 12 and permit their organization, Wisconsin 
Paper and Pulp Manufacturers Traffic Association, to make 
an argument on the subject. 

This case, says the association, is an example of unwise 
action of rail carriers in inordinately reducing rates in com- 
petition with barge lines, instead of seeking reasonable barge 
and rail rates. This case, it further declares, is a glaring 
example of one of the evils that the Board of Investigation 
and Research was created by Congress to deal with. 


The railroads, in their applications asked for relief from 
both parts of the fourth section so as permit them to cut a rate 
of 56 cents, established by the Commission, to 37% cents. 
Their tariffs to that effect were suspended in the suspension 
proceeding under consideration. The association points out that 
the fundamental requirement of the statute is for the railroads 
to establish just and reasonable rates. The first step in adjust- 
ing an issue such as this, the association declared, was to con- 
sider the reasonableness of the rates for the service required. 
Instead of doing that, the association said, the decision followed 
the respondents through a process of gravitating rates to the 
lowest possible level, to rest the decision on a basis of alleged 
costs, the result of which was an unnecessary depletion of the 
revenues, both barge and rail, and very harmful to the rights 
of other shippers paying reasonable rates prescribed by the 
Commission. The association declared the one large shipper 
at Houston, by playing one carrier against another, was allowed 
to profit solely through the exercise of what the Commission 
had described as its “superior bargaining power.” That was 
to say, it added, the preferred shipper was in effect engaged in 
fixing its own rates, and to that extent was actually prescrib- 
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ing its rates of transportation in interstate commerce in place 
of the Commission. 

The Commission, the association said, was not compelled 
to surrender its control of rates in that manner. The Commis- 
sion, the association added, should not now ignore all its past 
findings and conclusions on the question of reasonableness 
and accept the alleged costs as the foundation of the decision 
herein, the result of which would profit no one except a pre- 
ferred shipper ‘‘astute though said shipper may be.” 

The association pointed out that the rate on paper in the 
opposite direction was 80 cents. It added that the Commission 
had often said that such a situation required satisfactory ex- 
planation. The wider the difference, it said further, the more 
the explanation was demanded. It could not be explained, said 
the association because the president of the barge line involved, 
testified that he could not compete against the reduced raj] 
rate. The record, it further said, was sterile as to any satis. 
factory explanation. It pointed out further that all rates on 
printing paper from other points to Chicago were based on 
distance as was the rate of 56 cents from Houston, prescribed 
by the Commission. This rate of 37% cents, it asserted, effec- 
tively wiped out some 500 miles of service for the benefit of 
the preferred shipper, the wiping out being as to a rate pre- 
scribed by the Commission as a reasonable one. It asserted 
there was no reason to apply the so-called 80 per cent for- 
mula used in many instances to determine the relation between 
rail and barge rates, that formula being usable only to obtain 
a reasonable barge rate under a reasonable rail rate. 


POWER REVERSE GEARS EXTENSION 

The Chicago, Rock Island & Pacific Railway Co., by its trus- 
tees, has applied to the Commission for an extension of time 
within which to comply with Rule 157 of the rules and in- 
structions for inspection and testing of steam locomotives and 
tenders, under which it must equip 58 locomotives with power 
reverse gears prior to September 1, 1942. It said that the 
delivery of such gears had been very slow; that recently a 
higher priority rating had been received and the manufacturers 
had promised delivery at the rate of 8 or 10 a month; and 
that as fast as such gears were obtained they would be applied 
without waiting for the engines to go to shop. Any interested 
party desiring to be heard on such application should advise 
the Commission and the applicant in writing within 20 days 
from August 3. 

The Chicago & North Western, for reasons such as were 
assigned by the Rock Island, has asked the Commission to 
postpone the time for it to equip locomotives with powers reverse 
gears until December 31, 1943. It says that there has been 
an increased demand for locomotives as the result of the 
marked increase in traffic, particularly since the beginning of 
the second world war. It says that to take locomotives out 
of service at the present time for the purpose of equipping 
them with power reverse gears would cause a shortage of 
power on its railroad to the serious injury of transportation 
service. It filed its petition for postponement in No. 24050, 
A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, Et Al. vs. Atlantic Coast Line, Et Al. 

The Terminal Railroad Association of St. Louis also has 
applied to the Commission for an extension of time within 
which to comply with Rule 157, under which it must equip 
four of its locomotives with power reverse gears prior to Sep- 
tember 1. In its application, the applicant said it had been 
advised by the War Production Board that the board could not 
recommend priority assistance in obtaining the necessary ma- 
terials to install the gears. Any interested party desiring to 
be heard on the application should advise the Commission and 
the applicant in writing within 20 days from August 6. 


RED CAP SERVICE AT DAYTON, O. 


In answer to the Commission’s order to show cause why it 
should not file tariffs showing the charges for red cap services, 
the Dayton (O.) Union Railway Co., in No. 28842, Filing of a 
Tariff Covering Charges for Red Cap Service, says the fact 
that its red caps are subject to the direction and control of 
persons for whom they are handling bags or parcels demon- 
strates that such service is a personal one, not transportation, 
and distinguishes it from the handling and transportation of 
baggage in railroad baggage cars. It asks vacation of the order 
to show cause. ) 

The station company explained that it posted public notice 
that the red caps were authorized to charge ten cents and t0 
account for the charges to it in calculating the pay they are to 
receive under the fair labor standards act. But it said the 
service was akin to the parcel check room service performed 
by it, not as a part of its duty as a carrier, but for the con- 
venience of the public. 
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Suspended Tariffs 


(Designation of a tariff/ below does not mean that all schedules 
in it have been suspended. Suspension orders contain inany sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin. 


In I. and S. M-2067, the Commission has suspended from 
August 1 until March 1 the operation of all schedules as pub- 
lished in tariffs MF-I. C. C. No. 6 of W. H. Hinchcliff, dba 
Hinchcliff Motor Service, Chicago, Ill., and MF-I. C. C. No. 
182 of Interstate Motor Freight System, Detroit, Mich. The 
suspended schedules propose to establish commodity rates on 
freight, all kinds, with certain exceptions, of 48 cents a 100 
pounds from Chicago, Ill., to Cincinnati, O., minimum 15,000 
pounds, and 86 cents a 100 pounds from Chicago to Pittsburgh, 
Pa., minimum 12,000 pounds. 


In I. and S. M-2068, the Commission has suspended from 
July 31 until February 28 the operation in part of supplement 
No. 142 to schedule MF-I. C. C. No. 142 of Merchants Parcel 
Delivery Co., Inc., Terre Haute, Ind. The suspended schedules 
propose to establish new contract-carrier minimum charges on 
freight, all kinds, with certain exceptions, minimum 20,000 
pounds, between Chicago, Ill., on the one hand, and Cincinnati, 
O., and Pittsburgh, Pa., on the other. 

In I. and S. M-2069, the Commission has suspended from 
August 1 until March 1 the operation of certain schedules as 
published in tariff MF-I. C. C. No. 14 of Stephen De Vries, 
doing business as De Vries Transfer, Orange City, Ia. The 
suspended schedules proposed to establish new or reduced com- 
modity rates in cents per 100 pounds from Chicago, IIl., to 
Sioux City, Ia., of 89 cents on automobile horns, defrosters 
and defroster fans, in less-than-truckloads; of 47 cents on 
binder twine, minimum 20,000 pounds; of 49 cents on agricul- 
tural implements and parts, minimum 18,000 pounds; and 
of ee cents on hardware and related articles, minimum 3,000 
pounds. 

In I. and S. M-2070, the Commission has suspended from 
August 1 to March 1 the operation of certain schedules as 
published in tariff MF-I. C. C. No. 59 of Watson Bros. Trans- 
portation Co., Inc., Omaha, Neb. The suspended schedules 
propose to establish reduced commodity rates on dairy prod- 
ucts, paints and paint material, and petroleum and petroleum 
products, from Kansas City and St. Joseph, Mo., and points 
grouped therewith, to Chicago, Ill., and points grouped there- 
with. The reduction from 46 to 35 cents a 100 pounds, min- 
imum 18,000 pounds, in the rate on paints and paint material 
is illustrative. 

In I. and S. M-2071, the Commission has suspended from 
August 1 until March 1 the operation of certain schedules 
as published in tariff MF I. C. C. No. 5 of Bessie C. Pomeroy, 
dba Pomeroy Transfer, Front Royal, Va. To Front Royal, Va., 
the suspended schedules propose to reduce the truckload rate 
on fertilizer from Baltimore, Md., and to establish new com- 
modity rates, truckload and less-truckload, on fertilizer from 
Washington, D. C., on cement from Washington, and on plumb- 
ing supplies and equipment from Baltimore and Washington. 
The reduction from 320 to 250 cents a ton of 2,000 pounds, 
minimum 7,000 pounds, on fertilizer from Baltimore to Front 
Royal is illustrative. 

In I. and S. M-2072, the Commission has suspended from 
August 3 until March 3 the operation of certain schedules 
as published in supplement No. 50 to joint exceptions tariff 
MF-I. C. C. No. 111 of Mid-Western Motor Freight Tariff 
Bureau, Inc., Kansas City, Mo., and supplements Nos. 12 and 
18 joint exceptions to tariff MF-I. C. C. No. 62 of Western 
Trunk Line Motor Common Carriers’ Bureau, Kansas City, 
Mo. The suspended schedules proposed to increase from 5 to 
7 cents a 100 pounds the allowance for pick-up and delivery 
= performed by the consignor or consignee, at St. Louis, 

0. 

In I. and S. 5141, the Commission has suspended from 
August 1 until March 1 the operation of certain schedules as 
published in supplement No. 3 to Southern Railway Company’s 
tariff I. C. C. No. A-10995, supplement No. 24 to Agent L. E. 
Kipp’s tariff I. C. C. No. A-3353, and other tariffs. The sus- 
pended schedules propose to increase the rates on stone, 
granite and marble, in carloads and less-carloads, from points 
im the south to destinations in western trunk line territory. 
The following is illustrative: 


From Elberta, Ga., to Kansas City, Mo.: Carload—Present, 75; 
Proposed, 83. Less carload—Present, 109; proposed, 152. From Elberta, 
Ga., to Denver, Colo.. Carload—Present, 86; proposed, 123. Less car- 
load—Present, 120: proposed, 225. 


In I. and S. M-2073, the Commission has suspended from 
August 5 until March 5 the operation of all schedules as pub- 
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lished in supplement No. 1 to tariff MF I. C. C. No. 4 of John 
J. O’Neil, doing business as O’Neil’s Package Delivery, Provi- 
dence, R. I. The suspended schedules propose to establish a 
charge of 5 cents a shipment for collection and remittance of 
C. O. D. charges applicable at Rhode Island and Massachusetts 
points. 

In I. and S. M-2074, the Commission has suspended from 
August 6 until March 6 the operation of certain schedules as 
published in supplements Nos. 28 and 29 to tariff MF-I. C. C. 
No. A-33 of Middle Atlantic States Motor Carrier Conference, 
Inc., agent, Washington, D. C. The suspended schedules pro- 
pose to establish a reduced less-than-truckload commodity 
rate of 42 cents a 100 pounds on confectionery and related ar- 
ticles from Hershey, Pa., to Batavia, Buffalo, Elmira, Niagara 
Falls, Rochester and Syracuse, N. Y., in lieu of present higher 
class rates. 


Locomotive Seating Facilities 


At the request of the applicant, the Commission has dis- 
missed the complaint in No. 28604, J. A. Farquharson, National 
Legislative Representative, Brotherhood of Railroad Trainmen 
vs. Delaware & Hudson Railroad Corporation, Et Al. 

In its complaint, the brotherhood alleged that the railroads 
named as defendants had not properly equipped their locomo- 
tives with adequate seating facilities for the use of their head 
brakemen or trainmen, in violation of the locomotive inspection 
act. The complaint stated that these employes without ade- 
quate seating facilities being provided were endangered as to 
“safety, health, comfort and general welfare by unduly expos- 
ing them to extreme weather conditions while performing their 
duties and also exposes them to unnecessary perils and hazard 
to life and limb in the event of an explosion in the firebox 
of the engine; also endangers the travelers upon the railroads 
and highways by rendering the trainmen incapable of keeping 
an effective lookout, and in many instances the location of the 
present inadequate seating facilities serves as a further hin- 
drance to the fireman in keeping an effective lookout and ex- 
poses the employes of the defendants and the traveling public 
to unnecessary peril of life and limb.” 

In a letter, Martin H. Miller, National Legislative Repre- 
sentative of the Brotherhood of Railroad Trainmen, advised the 
Commission that the brotherhood, recognizing the present na- 
tional war emergency, did not at this time desire to prose- 
cute the complaint. He said that therefore “we are agreeable 
to having the matter dismissed, without prejudice, with the 
understanding that a new complaint will be filed against the 
Atchison, Topeka & Santa Fe Railway, Gulf, Colorado & Santa 
Fe Railway, Western Pacific Railway, and the Norfolk & 
Southern Railway, when such is deemed advisable.” The 
brotherhood advised the Commission fhat it had agreeably dis- 
posed of the complaint with the Delaware & Hudson and the 
Louisville & Nashville, also named defendants, and wished 
to dismiss the complaint against these two railroads. 


Brady Transfer Activities 


Exceptions to the proposed report of Examiner C. J. Peter- 
son in MC C-246, Transportation Activities of Brady Transfer 
& Storage Co., Fort Dodge, Ia., dealing with the question of 
classifying and distinguishing “regular route’ operations and 
“irregular route’ operations, have been filed with the Com- 
mission by the respondent and the Irregular Route Common 
Carriers Conference of the American Trucking Associations, 
Inc., Wilson Storage & Transfer Co., Tri-State Transportation 
Co., Hess Motor Express, and H. P. McCormack, interveners. 

In his proposed report, growing out of an investigation of 
the transportation activities of the respondent, the examiner 
suggested that the Commission find the respondent to be con- 
ducting a scheduled operation over regular routes between 
Minneapolis and St. Paul, Minn., on the one hand, and points 
in southern Minnesota and points in Iowa and Omaha, Neb., 
on the other, contrary to the authority granted by the Com- 
mission and in violation of the interstate commerce act. His 
recommendation was that the Commission require the re- 
spondent to cease and desist from any further violations. He 
held that the respondent had been authorized to operate over 
irregular routes only. He said there might be some motor 
carriers, particularly among those whose “grandfather” applica- 
tions were handled informally when the Commission first began 
to administer the act, who had been authorized to operate be- 
tween certain points, over irregular routes, although they gen- 
erally operated over the same route or routes with some degree 
of regularity, and should have been authorized to continue 
operations over specified regular routes. Such cases, he added, 
should be reopened and reconsidered on appropriate petitions 
and those carriers should be authorized to operate in accordance 

















































































328 







with the evidence. He suggested that the Commission apply 
the following rule to all motor common carriers it designated 
as “irregular route carriers’: 


Service by an irregular-route motor common carrier may not be 
offered between points in a territory or territories (whether or not 
such points are specified), as a usual or regular operation, by advertis- 
ing or representation through a course of dealing or any device which 
may lead shippers to believe or to understand that they may rely upon 
scheduled or periodic service between such points. 


The respondent, in its exceptions, said it did not “choose 
to quarrel with the Commission in its effort to classify and dis- 
tinguish ‘regular route’ operations and ‘irregular route’ opera- 
tions.” 

“Respondent may have its own ideas on the subject, but 
does not feel called upon to assume the burden of establishing 
them in the present proceeding,” say the exceptions. “It is 
here charged that respondent is conducting an illegal operation. 
Respondent takes the position, first, that it is not conducting an 
illegal operation, and cannot do so until its operating rights 
have been finally settled by the Commission by an appropriate 
order entered in its ‘grandfather’ proceeding; and, secondly, 
that the operations which are presently charged with irreg- 
ularity are operations which the respondent will be permitéd 
lawfully to continue when its operating rights have been finally 
settled in the ‘grandfather’ proceeding.” 

The interveners, other than the A. T. A. conference, said 
they were in entire agreement with the conclusions reached by 
the examiner as well as with his recommendations to the Com- 
mission as to specific violations found to exist. However, they 
directed their exceptions to, as they said, the failure to make 
findings and recommendations as to “the further and additional 
violations.” Among these was that the examiner failed to make 
specific findings as to the lawfulness of conducting a unified 
direct service between points, where one of such points was 
authorized as “regular route” and the other as “irregular 
route.” 

The Irregular Route Common Carrier Conference, in its 
exceptions, said it was not “familiar with any reason why their 
services should be considered supplementary to and not in 
competition with the regular route operator.” It said the effect 
of the rule suggested by the examiner “would effectively stifle 
the growth of every irregular route carrier’s business, and 
would render their services useless to the shipping public,” 
adding that such was not the intent of Congress in enacting 
the motor carrier act nor “can even a hint at that construction 
be found anywhere in the statute.” It submitted that the 
examiner’s report be disregarded and that the Commission 
enter a report finding: 


That respondent in this proceeding has not effected a conversion of 
its operating authority from irregular routes to regular routes. 

That the act does not prohibit the use of regular routes or high- 
ways by so-called irregular route carriers. 


That any restriction on the frequency of service to be rendered by 
irregular route carriers is not justified nor is it permitted by the act. 


SUMMIT FAST FREIGHT OPERATIONS 


Protesting rail carriers in Central Freight Association 
Territory, in a reply petition, have asked the Commission to 
deny the petition of the applicant in MC 68715, Summit Fast 
Freight, Inc., Common Carrier Application, asking for post- 
ponement of the Commission’s order denying its application 
(see Traffic World, Aug. 1, p. 259). The answering railroads 
said the situation in which applicant now found itself was 
one of its own creation and did not entitle it to any special con- 
sideration “at the hands of the Commission.” 


REPARATION ORDERS 

Reparation orders have been issued in No. 28230 (supple- 
mental), Celotex Corporation vs. A. C. & Y., et al.; No. 28168 
(supplemental), Masonite Corporation vs. N. O. & N. E., et al.; 
No. 28352, Speer Carbon Co., et al. vs. C. & O., et al.; No. 23437 
(supplemental), Southwestern Millers’ League, et al. vs. A. T. & 
S. F., et al.; No. 23437, Sub No. 2 (supplemental), Same vs. 
Same; No. 23437, Sub. No. 3 (supplemental), Same vs. L. & N., 


et al.; No. 28554, Kansas City Structural Steel Co. vs. A. T. & 
S. F., et al. 


TRANS-AMERICAN VAN OPERATIONS 


Examiner V. J. Livingstone, August 1, recessed until a 
later unspecified date, hearing at Chicago in MC 22254 and 
Sub. 3, Trans-American Van Service, Chicago, application and 
extension (see Traffic World, Aug 1, p. 260). 

On July 31 and August 1, testimony was presented by 
household goods and furniture truckers and warehouse com- 
panies who support the applicant’s application for authority 
to transport household goods, furniture, pianos, and type- 
writers in and between 40 states and the District of Columbia. 
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Witnesses for motor carriers, operating within small areas 
that exchange traffic with Trans-American, sought to show the 
applicant’s services were necessary to the public convenience, 
and warehousing witnesses said they relied on the applicant's 
services for much of their business. A representative of a 
Chicago dental products manufacturing company and repre. 
sentatives of other shippers testified they had found the ap. 
plicant’s operations to be satisfactory. 

Counsel for opposing van lines sought to show by cross. 
examination that their lines could provide the shippers and 
warehousing companies with adequate transportation facilities, 

At the later hearing, approximately 20 additional wit- 


nesses will testify for the applicant, and the protestants wil] 
introduce testimony. 


FRUIT AND VEGETABLE REFRIGERATION 


The Commission is conducting an investigation of the 
proposal of the carriers to increase refrigeration charges on 
fruits and vegetables, particularly from the Pacific coast to 
the east. The proposal is contained in supplement No. 21 to 
Quinn’s perishable protective tariff, I. C. C. No. 17. It was 
to have gone into effect August 1 but on account of the Com- 
mission’s inquiry it is being held in abeyance. 

Under Service Order No. 70, issued by the Commission 
with a view to the conservation of equipment, reconsignments 
or diversions are limited to three. When a refrigerator car 
has had three reconsignments it becomes subject to the local 
transportation rate from the last reconsignment point to the 
ultimate destination. There has been little opposition to that. 
But the railroads, by means of the Quinn supplement, also 
propose that the local refrigeration charge from the last re- 
consignment point shall apply to the ultimate destination. 

Shippers made such objection to that that the Commission 
has held up the tariff in I. and S. No. 5140. The California 
Deciduous Growers League led the fight that resulted in the 
Commission holding up the tariff while it looked into the sub- 
ject. The shipping organization made the point that so far as 
refrigeration was concerned, imposition of the local rate from 
the last reconsignment point in no way tended to the conserva- 
tion of equipment. It contends, therefore, that the refrigera- 
tion charge to be applied is the one applicable from the first 
point of origin to the ultimate destination. 


CLASSIFICATION FOR CHARTERERS 

Asserting that neither applicant has ever engaged in actual 
transportation, the River Terminals Corporation, in W-174 and 
W-177, Applications of Terrebonne Towing Co., Inc., and Inter- 
coastal Ship Yard, Inc., for permits as contract carriers, says 
the Commission should dismiss their applications for permits 
as contract carriers under the grandfather clause of the water 
carrier part of the interstate commerce act. The two acts of 
transportation performed by them, they declared, were per- 
formed under time charters for other persons. In one instance 
they declared, the transportation was intrastate in Louisiana, 
an operation they observed, exempt from regulation. 

River Terminals Corporation declared that grant of per- 

mits to the applicants, which had not established that they 
plainly came under the grandfather clause of section 309(f), 
would result in the granting of multitudinous permits and de- 
feat the purpose of the act. It added that the act contained 
ample provisions for the granting of permits in the future in 
the event the applicants established that their operations would 
be consistent with the public interest and the national trans- 
portation policy. 
The DeBardeleben Corporation, doing business as Coyle 
Lines, a protestant against grant of authority, submitted 
that any permit granted to these applicants should be strictly 
limited to the chartering of vessels for use in connection with 
construction and oil drilling operations, in so far as such use 
was not specifically exempted and that they should not be 
granted any authority to charter vessels to shippers to be used 
by them in the transportation of their own commodities in the 
usual channels of trade and commerce. 


ALL-FREIGHT RATES IN THE SOUTH 


The Southern Motor Carriers’ Rate Conference, in ex- 
ceptions to the second proposed report of Examiner Way In 
No. 28323, All-Freight Rates to Points in Southern Territory, 
and cases joined with it, takes the examiner to task for writ- 
ing the report on the theory that it was the burden of the 
protestants to show the rates to be unlawful in some Tre- 
spect instead of, as it indicates, that the burden is on the 
carriers to show that the rates they propose will be just and 
reasonable. ; 

These exceptions, the conference said, had to be negative 
in nature, because the examiner, in his report, did not consider 
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that the transportation act of 1940 placed the burden on the 
carriers, not the protestants. 

The first exception is to the examiner’s declaration that 
the Commission should find that the rates were compensatory, 
“and that they are not shown to be otherwise unlawful.” On 
that proposed finding the examiner recommended discontin- 
yance of the proceeding. The second exception was to the 
way the examiner treated the conference’s contention that the 
railroads had paid no attention to the requirement of the law 
that they establish reasonable classifications of property to 
the end that each class bear its proper share of the cost of 
transportation. Examiner Way disposed of that by saying 
there was no proof that they had failed to do that when they 
made a rate on a carload of articles of different ratings, the 
rate generally being lower than the ratings of any article 
of the all-commodity carload. 

The conference submitted that the railroads had not borne 
the burden of showing that what they proposed would be 
just and reasonable. It therefore asked the Commission to 
find that the railroads had not borne the burden of proof as 
required by law and that therefore the rates were illegal un- 
der both the rail and motor parts of the interstate commerce 
act. 

The cases joined with the title proceeding are: I. and S. 
dockets Nos. 4315, All Freight Rates to Points in Southern 
Territory; 4644, All Freight Chicago and St. Louis to Jack- 
sonville; 4662, All Freight St. Louis to Pensacola; 4672, All 
Freight St. Louis District to Memphis, Tenn.; and 4828, All 
Freight Chicago and River Crossings to South. 


MOTOR LINES OPPOSE RAIL AFFILIATE 


It is the studied opinion of Dalby Motor Freight Lines, 
Inc., and others, they declare, that the Texas & Pacific Motor 
Transport Co., an affiliate of the Texas & Pacific railroad, 
wants to provide an all-truck service without any regard to its 
rail movements between such towns as Midland, Odessa, 
Monahans, Pecos and El Paso, Tex., without making any proof 
of convenience and necessity. Therefore, Dalby, Sunset Motor 
Lines, Inc., F. A. Russell, doing business as Big Ben Motor 
Lines, and C. & B. Truck Line, in MC 50544, Sub. No. 11, Texas 
& Pacific Motor Transport Co.—Extension—Pecos to El Paso, 
Tex., ask the Commission to deny a modification of the condi- 
tions laid down in the authorization. 

Modification as desired by the rail motor line, the prot- 
estants assert, would deprive them of an opportunity to prove 
that there was no need for a truck service between Big Springs, 
Midland, Odessa, Monahans and Pecos to El Paso, even though, 
as they say, that would not be their burden. The protestants 
declared that from a reading of the petition for modification 
one would think there were no towns of any size between Big 
Springs and El Paso, when as a matter of fact Midland and 
Odessa have populations of more than 9,000 and Monahans has 
a population of 3,944. The protestants assert the railroad de- 
sires to serve these points without any showing of convenience 
- necessity and without regard to rail movements among 

em. 

_The protesting motor lines, in this answer, tendered their 
facilities, under the spirit of Office of Defense Transportation 
orders, to move all tonnage the railroad needs to move by 
truck from Pecos to any other point over the route in question. 
Certainly, said the protesting motor lines, the creation of an 
additional truck service could not be in keeping with the spirit 
of the O. D. T. orders. 


CHANGES IN DOCKET 
Hearing, MC 89693 Sub. 6, August 3, Seattle, Wash., canceled. 
Hearing, MC 75579, August 5, Brooklyn, N. Y., postponed to August 
22, Hotel St. George, Brooklyn, N. Y., Examiner Myers. 
Hearing, MC 48294, Sub. 3, August 5, Spokane, Wash., canceled. 
Hearing, MC 101412, August 6, Philadelphia, canceled. 


Free Transportation 


Editor The Traffic World: 

We are following your editorials and comments on the 
subject of free passes. 

We agree that the abuse of riding on free passes should 
be curtailed—in fact, no passes should be issued to anyone. 
‘he carriers should strongly favor a proposal of this kind, giv- 
Ing it their full support. The argument for the conservation 
of passenger equipment at this time is appropriate, but they 
should have never issued any passes and immediate legislation 
should be enacted to stop this. 

J. G. Regis, Traffic Manager, 
Victor Mfg. & Gasket Company, 

Chicago, Ill., Aug. 3, 1942. 
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Air Transportation 





Cargo Planes 


Representative Johnson, of Oklahoma, has_ introduced 
H. J. Res. 339, a companion bill to the resolution introduced 
in the Senate by Senator Lee, of Oklahoma, for cargo plane 
construction (see Traffic World, Aug. 1). Mr. Johnson said 
he had had the “privilege’”’ of sitting with the Senate military 
affairs committee in a hearing on the Lee resolution. He said 
that Henry J. Kaiser, west coast shipbuilder, proponent of a 
plan to construct 5,000 “flying boats” as a means of overcom- 
ing the submarine menace to transportation of men and sup- 
plies overseas, was the outstanding witness at the Senate com- 
mittee hearing that he attended. 

“This man Kaiser,” he said, “is not a mere fanciful the- 
orist; he has proven himself to be a genius, and his suggestion 
cannot be laughed off or scoffed at when the very future 
security of the nation is in peril.” 

Undersecretary of War Patterson issued a statement in 
which he said that Mr. Kaiser would have an opportunity to 
demonstrate that he could build a large fleet of cargo and 
transport planes. He said he would suggest that Mr. Kaiser 
— the C-46, or Curtis Commando, type of army transport 
plane. 

“IT am going to suggest to Henry Kaiser,” he said, “that he 
take on the C-46 provided he can do so without infringing in 
any way upon the supplies of critical materials now assigned 
to the present aircraft production program. 

“Mr. Kaiser says he can make airplanes without disturb- 
ing the material requirements of our present production sched- 
ule for airplanes. I am ready to be shown that he can. Mr. 
Kaiser will be given the opportunity. 

“It must be remembered that the aircraft industry is now 
locked up in what our aviation men believe is the best-bal- 
anced production program for war. I do not believe it would 
be wise to disrupt that program.” 

In testimony before a Senate military affairs subcommittee 
studying the Kaiser proposal and other plans for production 
of cargo planes, Mr. Kaiser said that Chairman Nelson of the 
War Production Board has assured him that he (Nelson) had 
an enthusiastic ambition to accomplish the Kaiser program. Mr. 
Kaiser exhibited a design for a twin-hulled cargo plane with a 
cargo-carrying capacity of 100 tons. 


“Flying Wing” Proposed 


Horace Young, representing Aerodynamics Research Cor- 
poration, showed to the committee pictures of a “flying wing” 
of large dimensions. He said this type of aircraft would be 
lifted partly by helium and would be driven by propellers set 
in wind tunnels within the plane. 

W. W. Christmas, another witness at the hearing, sub- 
mitted to the committee a drawing of a plane he said he had 
designed, to be constructed of plywood, with a 400-foot wing- 
spread. 

After having conferred with Mr. Kaiser an hour and a 
half, Chairman Nelson of the W. P. B. issued the following 
statement: 


The War Production Board has been keenly aware for some time 
of the necessity for more and bigger cargo planes. We are much 
interested in the suggestions which have been made by Mr. Henry 
Kaiser regarding his plan to build 5,000 large cargo planes in ship- 
yards. The War Production Board is ready to cooperate to the limit 
in any practical plan for increasing the effectiveness of our war pro- 
duction or transportation systems. Mr. Kaiser has discussed his 
program with me, and is now going over it with officials of our air- 
craft and materials branches. If it develops that the engines and other 
components needed for these planes can be built without disrupting 
the present military aircraft program, which is our Number One war 
essential, he will get plenty of action. 

On May 29 I appointed a committee of experts to make an ex- 
haustive study of the need for cargo planes and of the possibilities 
for building up a large fleet of them. This committee has reported 
to me; a summary of its report will be published within a day or two. 


Simon Lake, submarine inventor, told the Senate commit- 
tee that cargo-carrying submarines, construction of which he 
had long advocated, should be built for use along with the 
proposed cargo planes. 

Representative Angell, of Oregon, spoke in the House 
August 3 in support of the Kaiser proposal and introduced 
H. J. Res. 340, a joint resolution authorizing adoption of the 
Kaiser program immediately. The resolution is a companion 
measure to S. J. Res. 156. 

President Roosevelt said at his press conference late Au- 
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gust 4 he would give anything in the world for a supply of 
large cargo planes. The government, he said, had been study- 
ing the problem of getting cargo planes to carry war supplies 
for five or six months. He emphasized, however, that it was 
a matter for the military chiefs to decide—how many cargo 
planes were to be produced with relation to fighting planes. 

After a conference with army, navy and W. P. B. offi- 
cials, Senator Lee, of Oklahoma, said the military leaders 
wanted more cargo planes. 

Chairman Nelson, of the War Production Board, an- 
nounced that the W. P. B. committee on cargo planes, appointed 
by him May 29, had submitted a report recommending that 
arrangements be made at once to at least double the nation’s 
existing cargo plane program and urging that further impetus 
be given to the development of longer range land and sea 
planes. The report, said he, must be considered in the light 
of the existing airplane production program and the demands 
of that program on the country’s resources and manufacturing 
capacity. He pointed out that, after Pearl Harbor, the Presi- 
dent directed that an airplane program be set up providing 
for production of 185,000 airplanes in 1942 and 1943. The 
country’s airplane manufacturing capacity was now working at 
full speed in order to meet the President’s goal, said he. 

“If we now undertake to build a substantially larger num- 
ber of cargo planes than is already provided for in our sched- 
ule,” said he, “we must of course cut down the number of 
some other kind of airplane in our program. That is a decision 
for the Chiefs of Staff to make, since it is essentially a matter 
of high military strategy. Meanwhile, the War Production 
Board will continue to study the situation to see whether it is 
going to be possible to expand our production of cargo planes 
through new facilities or by using other industries such as 
shipbuilders.” 

The committee reported that a considerable number of 
cargo planes were now being built as part of the 185,000 plane 
program. It said “some hundreds” of these planes had been 
delivered to the army and navy and were now in service. The 
committee discussed the use of planes for shipping . various 
types of cargoes. It concluded enough cargo planes could 
not be provided to bring into the United States under the 
1942-1943 program all the urgently needed imports. By the 
end of 1943, however, it said the total of those products, the 
demand for which was less than 100,000 tons per annum, could 
be brought in by plane. 

Lieut. Gen. Henry H. Arnold, chief of the army’s air forces, 
testifying before the Lee committee of the Senate, said cargo 
plane production the last half of this year would be 21 per cent 
of the production of all multimotored planes and 30 per cent of 
the planes with ranges comparable to the long-distance cargo 
planes. These percentages would be increased in the second 
half of next year to 24 per cent and 32 per cent, said he. 


Air-Ship Line Control 


The Civil Aeronautics Board in a decision issued August 
6 disapproved the control of American Export Airlines, Inc., 
by American Export Lines, Inc., a steamship company, and or- 
dered the latter company to divest itself of its control of the 
airline. 

It was pointed out by the board that the decision, based 
on a construction of section 408 (b) of the civil aeronautics act 
by the United States Court of Appeals, effectively eliminated 
common carriers, other than air carriers, from the general air 
transportation field in the future. 

The board’s decision did not affect the authorization held 
by American Export Airlines to engage in air transportation 
between New York and Lisbon and between New York and 
Foynes, Irish Free State. In peacetime American Export Lines 
operates transatlantic and other steamship services. 

American Export Lines, Inc., and American Export Air- 
lines, Inc., have been allowed six months within which to pre- 
sent a plan of divestment to the board. In a statement, the 
board said: 


In a previous decision by the board in 1940 involving the question 
of whether a certificate should be issued, as well as the propriety of 
the relationship between the airline and the steamship company, the 
board held that the civil aeronautics act intended to restrict the 
acquisition by a steamship company of an airline only in those cases 
where the airline being acquired was an existing, established airline 
enterprise; and did not intend to prevent a steamship company from 
pioneering a new air transport route. 

Under these circumstances the board issued a certificate and de- 
clined to take jurisdiction of the relationship between the steamship 
company and the airline. On appeal the Circuit Court of Appeals for 
the Second Circuit dismissed the attack on the board’s decision con- 
cerning the issuance of a certificate for want of jurisdiction but 
reversed the Board on its decision not to take jurisdiction of the 
steamship relationship and placed a construction upon the Act different 
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from that adopted by the board. The court in effect construed the 
Act as prohibiting any steamship company or railroad from entering 
the air transportation field unless the very restrictive provisions of 
section 408 of the Act have been met. 

Section 408 of the act authorizes the board to approve the control 
of an air carrier by a carrier engaged in another form of transpor. 
tation only if such control would promote the public interest by per- 
mitting the acquiring carrier to use aircraft to public advantage jp 
its operation. The board stated that the second proviso to this section 
‘is extremely restrictive and only those limited air transport services 
which are auxiliary and supplementary to other transport operations 
and which are therefore incidental thereto,’’ can meet the condition, 
The board found that the air transport services of American Export 
Airlines do not bear such a relationship to the steamship operations 
of American Export wines. 

The board also outlined the general principles which would govern 
it in passing upon applications by carriers engaged in other forms of 
transportation for authority to engage directly (and not through a 
subsidiary) in air transportation. The board said ‘‘in considering an 
application under section 401 filed by a carrier other than an air 
carrier, we would not construe the public convenience and necessity 
as requiring the issuance of a certificate to such carrier unless the 
evidence indicates that the provisions of section 408(b) are met.”’ This 
conclusion was required, the board pointed out, because the Circuit 
Court of Appeals had construed section 408 as requiring the Board's 
approval of the entry of carriers engaged in other forms of trans. 
portation into the air transportation field through wholly-owned sub- 
sidiaries, irrespective of whether this was accomplished through the 
acquisition of a corporation engaged in an existing operation or of one 
about to inaugurate a new air transport service. 

The board stated that it would be unnecessary for it to reverse 
its 1940 decision as to the issuance of the certificate. Due to the con- 
struction now placed upon the statute by the Circuit Court of Appeals, 
the board said that it is also unnecessary for it to discuss public 
interest factors involved. In its 1940 decision, the board found in 
this particular case that the public interest factors were not adversely 
affected. 


Oswald Ryan, member, concurred in the present decision. 
He had concurred in the 1940 decision authorizing the issv- 
ance of a certificate, but he had dissented from the 1940 deci- 
sion dismissing the application for approval of the control re- 
lationship for want of jurisdiction. In his concurring opinion 
in the present decision, Mr. Ryan said: 


Congress, in adopting the civil aeronautics act, intended that air 
carriers should be free to act independently of conflicting interests 
and feared that in the absence of strict public control these air car- 
riers might become economic captives of financial interests whose 
primary concern would be the protection of their investments in other 
forms of transportation. 


George P. Baker, member, did not participate in the 
decision. 


EXCESS AIR MAIL PROFITS 

Adopting in part its tentative findings in No. 716, In the 
Matter of the Compensation for the Transportation of Mail by 
Aircraft, the Facilities Used and Useful Therefor, and the 
Services Connected Therewith, being Paid to Pan Americar- 
Grace Airways, Inc., the Civil Aeronautics Board, by a final 
order in that case, has decided not to effect the recapture of 
profits earned by Panagra under the mail rates prevailing over 
an extended period in the past (see Traffic World, July 11, 
p. 74). The final decision was reached after the board heard 
objections of Panagra at an oral argument July 20. The board, 
however, fixed a base rate of 50.77 cents a mile for application 
after July 1, 1942, in lieu of the tentative rate of 39.38 cents. 
The increase, according to the board, was required for the most 
part to provide for “the carrier’s greatly increased ground 
expenses in Bolivia and Ecuador arising from its local services 
in those countries which have replaced the services of companies 
under German domination.” The board said it estimated the 
50.77 rate would effect a net reduction of approximately $500,000 
annually in the total cost of the mail service furnished by 
Panagra “even though it is anticipated that there will be 4 
29 per cent increase in revenue miles flown in the year ended 
July 1, 1943, over those flown in the year ended July 1, 1942. 
Under the tentative rate of 39.38 cents, it was estimated that 
a reduction of approximately $700,000 would be effected. 

The net earnings accruing to the carrier under the new 
rate, the board said, would be 12.03 cents “per pay mile or an 
average of 10 per cent on the carrier’s base investment of 
$3,047,137, after payment of federal income tax at the rate 
fixed in the present tax law.” It also, it added, represented 
approximately 7 per cent of non-United States mail revenue 
and 5 per cent of total revenue. 


CHANDLER ACT REENACTMENT 


A subcommittee of the Senate interstate commerce commit: 
tee plans to begin hearings August 12 on H. R. 7121, the 
bill passed by the House providing for reenactment, substan- 
tially, of the Chandler act permitting voluntary adjustment of 
railroad obligations (see Traffic World, June 20, p. 1618). 
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9. D. T. Power Extended 


The Traffic World Washington Bureau 


President Roosevelt has issued Executive Order 9214, ex- 
tending the authority of the Office of Defense Transportation 
to domestic transportation within the territories and posses- 
sions of the United States. 

Director Eastman said the President issued the order to 
enable the O. D. T. to investigate a breakdown in motor trans- 
portation service in Puerto Rico. Mr. Eastman appointed an 
investigating committee composed of M. G. DeQuevedo, at- 
torney, Chairman; M. E. Nuttila, of New York; Will Addams, 
Atlanta, Ga., and R. H. Bogan, of Chicago. He said he might 
establish an office in Puerto Rico. 


‘Storage for Fruit Crop 


Sufficient cold storage space will probably be available for 
the 1942 fruit crop provided the proper use is made of avail- 
able facilities, declared J. R. Shoemaker, assistant director in 
charge of the refrigerated warehousing section, division of 
storage, Office of Defense Transportation, in addressing the 
annual convention of the International Apple Association August 
5 at the Hotel Statler, Buffalo, N. Y. 

Mr. Shoemaker said the latest survey indicated there were 
a total of 1,879 refrigerated warehouse plants in the nation 
with 766,383,000 cubic feet of space under refrigeration. Peak 
holdings of upwards of five billion pounds of food products, he 
said, were indicated. He pointed out, however, that estimates 
indicated very heavy occupancy of all refrigerated warehouse 
space, with possible shortage of space in certain areas. 

“Recent space surveys in the principal apple and pear 
producing areas, the Pacific northwest, New York state, New 
England, the Shenandoah and Cumberland Valleys, bring re- 
ports of available refrigerated space to care for estimated pro- 
duction of good quality fruit in those areas,” said he. ‘“Under- 
grade fruit should not go into these warehouses but should be 
handled and processed through other channels. 

“Space will be short and in some cases unavailable at some 
transit and terminal points, due to the heavy use of these 
facilities in the storage of products for government agencies 
whose needs, perforce, must come first. Therefore, if you can- 
not get space at points of first preference, that does not mean 
that space is not available at other points that can adequately 
serve your needs.” ; 

Mr. Shoemaker said the refrigerated warehousing section 
of the O. D. T.’s storage division would assist growers, ship- 
pers and carriers in finding such space. He said it was 
specifically urged that as far as reasonably possible apples and 
pears be stored at points not on the most direct-rail routes to 
Seaboard. Use warehouses somewhat off the beaten track, 
leaving space on the main lines for essential government needs, 
he said. Mr. Shoemaker said the refrigerated warehousing in- 


dustry was bending every effort to meet the demands on it, 
and added: 


You can help in both the storage and transportation problems by 
your cooperation in the placing of your storage business in relation 
to warehouse space and transportation involved. Back-hauls and all 
unnecessary shipping or trucking should be avoided. Increasing de 
mands on all transportation facilities, including refrigerator cars, 
make it imperative that shippers and warehousemen give careful con- 
sideration to these factors in making storage arrangements. 

If it were possible to definitely project the surplus volume of 
perishable products for storage, the problem would be a simple one, 
but such is not the case. Production and shipping are both subject 
to wide fluctuations and we must. therefore try to allow for these 
variable and unpredictable factors. That is why your careful con- 
sideration and cooperation in relation to transportation and storage 
are of such vital importance. 


Oo. D. T. APPOINTMENTS 


The Office of Defense Transportation has announced the 
opening of two additional field offices by its division of motor 
transport. 

John L. Hawkins, of Charleston, W. Va., former manager 
of the West Virginia Motor Truck Association, had been named 
manager of a new field office at Charleston, it said. 

Harold L. Barnard, of Manchester, N. H., former manager 
and state secretary of the New Hampshire Truck Owners Asso- 
Cation, had been named manager of a new office at Portland, 
Me,, said the O. D. T. 

“The appointment of 52 field office managers now has been 
announced,” it added. 

_ Appointment of Guy Kelcey, of Westfield, N. J., as assistant 
director of the local transport division, Office of Defense Trans- 
portation, has been: announced by Director Eastman. Said he: 

Mr. Kelcey has been connected with motor vehicle transportation 
for 20 years. He was instrumental in the development and applica- 


331 


tion of numerous traffic devices and has conducted a number of sur- 
veys and-investigations in the traffic field. Mr. Kelcey is a member of 
the American Society of Civil Engineers, the Institute of Traffic En- 
gineers, and the Society of American Military Engineers and is the 
author of many articles on motor transportation subjects. 


Others whose appointments were announced, their posi- 
tions, and previous experience are: 


Ernst Jacobsen, of Chicago, analyst. Organizer and former presi- 
dent of the United Public Service Co., Chicago, which operated electric, 
gas, street railway, and ice properties in 10 states; former co-owner 
and manager of the Iowa Southern Utility Co.; former engineer in 
charge of the suburban plants of the Public Service Company of 
Northern Illinois. 

John A. Renshaw, of Philadelphia, transportation engineer. Served 
in the Passenger Transportation Division of the Emergency Fleet Cor- 
poration in the last war; connected with the Department of City 
Transit, Philadelphia; the Philadelphia Transportation Company and 
the Transportation Division of the Pennsylvania Public Utility Com- 
mission; former engineer with the Federal Administration of Public 
Works; more recently area planning engineer on Post War Public 
Works Programming for the Federal Works Agency and the National 
Resources Planning Board. 

William H. Ahearn, of New York, transportation engineer. For- 
merly connected with the Bay State Street Railway Company, Boston; 
connected for £0 years with The Beeler Organization, local transit con- 
sultants; made numerous transit surveys in all parts of the United 
States; more recently with Public Service Commission of New York 
State. 

Mare Haas, of New York, analyst. Investment banker; partner 
in Emanuel & Company and Jacques Coe & Company, where he was 
engaged as analyst, administrator, and investigator in the transit and 
other utility fields. 

Charles W. Ricker, Jr., oi Cleveland, equipment analyst. Con- 
nected with the Cleveland Railway Company as cost and production 
engineer in the Equipment and Buildings Department. 


Four additional appointments to the staff of the Office of 
Defense Transportation were announced August 6 as follows: 


James R. Sloane, of New York City, was made chief of the raw 
materials section in the division of storage. The new section is de- 
signed to cooperate with all government agencies on matters concern- 
ing the storage of liquids and other raw materials. Mr. Sloane, who 
has been associated with the petroleum industry for more than 20 
years, formerly was vice president and general manager of the Oil 
Trading Company, Inc., of New York. 

Louis B. Beardslee, Jr., of Evanston, Illinois, was named assistant 
chief of the real estate procurement section in the division of storage, 
and will aid in acquiring storage warehouse space. Mr. Beardslee, for 
the past ten years, has been associated with Louis B. Beardslee and 
Company, Chicago, in industrial property management. He is a gradu- 
ate of Northwestern University. e 

Charles M. Moore, of East Orange, New Jersey, was named deputy 
associate director in the division of railway transport with offices in 
New York City. Mr. Moore will have charge of the coordination of 
marine railway facilities. Mr. Moore, until recently marine superintend- 
ent for the Lehigh Valley Railroad, has had more than forty years ex- 
perience in the New York harbor area. He once served as a tugboat 
captain and later held several supervisory posts. 

Ernest A. O'Donnell, of the Las Vegas, Nevada, was appointed 
supervisor of rail terminals, at Los Angeles, California, on the field 
staff of the division of railway transport. Mr. O’Donnell, a former 
division superintendent for the Southern Pacific, entered railroad serv- 
ice in 1901. 


Truck Information Offices 


In a further step to permit the free movement of farm 
products and supplies in the harvest season, says the Office of 
Defense Transportation, it has issued a general permit relieving 
common carriers who engage in such service from the neces- 
sity of clearing their trucks through the joint information 
offices. 


Contract and private carriers likewise have been relieved 
from this requirement and also from restrictions on mileage and 
limitations on numbers of deliveries when engaged in hauling 
products and supplies to and from the farm. 

Both exemptions become void after October 31. 

The O. D. T. also has issued two general permits relieving 
trucks engaged in the transportation of forest products, trucks 
operated within a construction area, and dump trucks from cer- 
tain requirements. 

The permit pertaining to common carriers engaged in the 
transportation of farm products and supplies (General Permit 
O. D. T. No. 3-4) covers only operations originating at or 
terminating at the farm. 

Except for operations specifically exempted, common car- 
riers, beginning August 1, must clear with joint information 
offices, as established under general order O. D. T. No. 13, or 
check with other carriers before departing from any point en 
route without a full load. 

This requirement is set forth in general order O. D. T. 
No. 3, revised, prohibiting any trucks operated by common 
carrier in over-the-road service from traveling without a ful) 
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load at any time unless the operator has used due diligence tc 
secure such a cargo, says the O. D. T., adding: 


No such operator will be deemed to have used due diligence until 
he has checked with a Joint Information Office, made appropriate in- 
quiries of other carriers, in the event no Joint Information Office has 
been established in the vicinity, or attempted in good faith to rent 
or lease his truck to another carrier capable of operating the truck 
fully loaded on a scheduled trip. 

Detailed instructions for setting up and operating joint informa- 
tion offices have been issued by the O. D. T. It is expected that such 
offices will be established at all principal shipping centers throughout 
the United States. 

The other two general permits issued apply to general order 
O. D. T. No. 17, governing all operations of contract and private 
carriers. 

General permit O. D. T. No. 17-11 enables contract and private 
carriers to haul forest products by truck to the nearest point where 
rail or water transportation facilities are available without checking 
with joint information offices and also without regard to mileage 
restrictions set up in order No. 17. The exemption also applies to 
trucks hauling pulpwood, chemical wood, extract wood, or pulpwood 
logs. 

Under general permit O. D. T. No. 17-12, trucks operating within 
a construction area need not comply with the mileage reduction re- 
quirements, may make unlimited deliveries, need not be loaded to 
capacity on any portion of the trip, and are exempt from the provi- 
sion pertaining to joint information offices. 

Under the same general permit, dump trucks directly connected 
with a construction project are not required to reduce mileage, may 


make unlimited deliveries, and may also disregard the joint informa- 
tion office provision. 


A telegraphic reply from J. G. Scott, general counsel for 
the O. D. T., received at the offices of the Central Motor Freight 
Association in Chicago, August 6, served to allay apprehension 
among common carrier motor operators that the terms of para- 
graph (c) of amendment No. 1 to general order No. 13 (see 
Traffic World, July 25, p. 223) opened the way to a breakdown 
of published common carrier motor rates through the device 
of the leasing of common carrier equipment to private carriers. 
The amendment defined the functions of joint information 
offices set up under the general order as, among other things, 
the furnishing of information “in respect to available equipment 
to any and all carriers who apply therefor,” but expressly 


withheld from such offices the right to fix “the rental price of 
vehicles leased.” 


Many private carriers used equipment on long road hauls 
where traffic of the owners was available on the return move- 
ment, it was pointed out, and the leasing of the equipment of 
common carriers for one-way and return hauls at rentals below 
the common carrier rates on the commodities carried would 
circumvent the legal rates. 


The apparent loophole in the amendment was called to the 
attention of O. D. T. by Chester Moore, managing director of 
the association, in a telegram in which he said that the language 
created “a very dangerous situation” which would “lead to all 
manner of evasions of published rates,” 


In his reply, Mr. Scott said that it was his opinion that 
the amendment did “not authorize or direct the leasing of equip- 
ment by common carriers to private carriers because such 
leasing is prohibited by section 216 (D) of part II of the inter- 
state commerce act and similar provisions of state statutes.” 
The O. D. T. order and its amendment applied “only to trans- 
portation services authorized and sanctioned by law,” he said. 


Meanwhile, the Chicago joint information office, under the 
managership of James J. Purek, was organized and standing by 
for approval of the O. D. T., application for which was made 
last week (see Traffic World, August 1, p. 278). Estimates were 
that the expense of maintaining the office would be about 
$12,000 a month, which was to be allocated among those using 
its facilities. There was a feeling among truckers that the work 
of such offices might well taper off, rather than increase as time 
went on, because one of the functions served would be to inform 
operators of the traffic and equipment needs of other truckers, 
’ who would then make arrangements among themselves without 
the intervention of the offices. It was pointed out that the 
O. D. T. order was permissive and was not intended to make 
obligatory the clearing through the information offices of 
matters that could more easily and economically be handled 
directly between truckers. 


Directors elected by truckers serving the Chicago Union 
Stock Yards, who had filed an application for authority to 
establish and operate a joint information office at the stock 
yards, have asked the O. D. T. to withhold action on the appli- 
cation, according to Donald A. Beggs, who had been selected 
to manage its office. For the present, at least, he said, the stock 
yards office intended to operate as a cooperating agency under 
the Chicago joint information office. 
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Trucking Labor Shortage 


Ways and means of coping with growing manpower short- 
ages in the trucking industry were discussed August 3 at a 
conference between representatives of the industry and Otto 
S. Beyer, director of the division of transport personnel, Office 
of Defense Transportation. 

The conference was coincident with the formation of an 
advisory committee on manpower for the trucking industry, 
one of a number of similar groups appointed at the request 
of the O. D. T. to assist in mapping plans to deal with man. 
power problems resulting from the war in various fields of 
transportation. 

The importance of faster training of new personnel; use 
of women employes in jobs normally filled only by men; truck 
maintenance to offset shortages of new equipment, tires and 
parts; closer cooperation between labor and management by 
means of joint discussion, and discovering of new sources of 
employment were among the points emphasized. 

It was brought out that some companies already had es- 
tablished labor-management committees for the purpose of 
working out operating changes to meet wartime manpower 
problems and other questions arising from diversion of man- 
power to the armed forces and conversion of the truck manv- 
facturing industry to war production. 

Mr. Beyer recommended that such committees be estab- 
lished throughout the industry, not merely to work out pro- 
grams for preventive maintenance for trucks, as already urged 
by the O. D. T., but to discuss any problems growing out of 
the war where employe suggestions would be of use. 

“You can discuss conservation of vehicles and tires, train- 
ing—anything you want to throw into the hopper,” Mr. Beyer 
told the industry representatives. 

He suggested that operators report from time to time to 
the O. D. T. as to what steps they had taken to help meet 
their manpower problems so that the O. D. T. would be in 
better position to act as manpower emergencies arise. 

It was suggested that personnel requirements could be met 
to a considerable extent by training women as electrical repair 
workers, rate clerks, claim investigators, building clerks, ac- 
countants, stock clerks, and others. 

Members of the committee appointed by the American 
Trucking Associations, Inc., include: Charles G. Morgan, Jr, 
American Trucking Associations, Inc., Washington, D. C.; Allan 
J. Wilson, A. Towle Co., Boston, Mass.; J. Marshall Stewart, 
Stewart and Sinclair, Inc., Baltimore, Md.; W. F. Mullady, 
Decatur Carthage Co., Chicago, Ill.; Charles P. Clark, Colum- 
bia Terminals Co., St. Louis, Mo.; Fred Gillette, Gillette Motor 
Transport, Inc., Dallas, Tex.; James G. Hayden, Horton Motor 
Lines, Inc., Charlotte, N. C. 


MOTOR EQUIPMENT CONSERVATION 


The O. D. T. has issued the following correction in amend- 
ment No. 1 to general order O. D. T. No. 10, relating to charter 
and sightseeing service in connection with conservation of 
motor equipment: 


In the preamble to amendment No. 1 to General Order O. D. T. 
No. 10 the words ‘‘Sections 501.40 and 501.41” should read, ‘‘Sections 
501.41 and 501.42,"" and in the Amendment, the reference ‘‘§501.40 
Special or general permits,’’ should read, ‘§501.41 Special or general 
permits,’’ and ‘§501.41 Notice of changes in operations of regulated 
motor carriers,’’ should read, ‘‘§501.42 Notice of changes in operations 
of regulated motor carriers.’’ Amendment No. 1 is corrected accord- 
ingly. 


BUS CONSERVATION PLAN 


A plan of the National Council of Chief State School Offi- 
cers for conserving school busses will be the “yardstick” by 
which new vehicles will be allocated to school districts by the 
Office of Defense Transportation, says the O. D. T. 

Formally endorsed by Director Eastman, the plan calls 
for reorganization of all school bus routes, where ‘needed, to 
eliminate duplications, less-than-capacity loads, and unneces- 
sary trips. : 

Applications for new equipment previously on file with the 
allocation section of O. D. T.’s motor transport division have 
been returned, and new applications must be channeled through 
the various state school heads, who will determine if the re- 
—_ is justified under the Council’s program, says the O. D. T., 
adding: 


One sixth of the nation’s boys and girls—about four million—now 
ride to school, chiefly in buses, according to the Council’s report. 
There are about 93,000 school buses in daily service. 

Normally 12,000 of these buses would be replaced this year and, 
if the trend of growth in this form of transportation had not been in- 
terrupted by the war another 3,000 new buses would have been pul- 
chased for an extension of service. 
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9. D. T. Bus Control Plan 


A plan giving the Office of Defense Transportation control 
over a fleet of several thousand new busses for use as “trouble 
shooters” wherever needs for additional transit facilities de- 
velop has been announced by Director Eastman. 

All integral-type busses not yet disposed of by the manu- 
facturers, as well as those still to be built are affected by the 
plan. As of July 31, all such busses were frozen by the War 
production Board, under its limitation order L-101, and will be 
sold only as authorized by the O. D. T., according to an O. D. T. 
statement, continuing as follows: 


Any transit company desiring to purchase a bus henceforth must 
frst obtain permission from the O. D. T. and upon obtaining such 
permission can make the purchase only by signing an agreement giv- 
ing the O. D. T. authority to transfer the bus for use elsewhere. 

In addition, a transit company purchasing a city bus must agree 
to operate it not more than 2,000 miles per month, and a company 
purchasing an intercity bus must agree to operate it not more than 
4,000 miles per month. 

The O. D. T. explained that this stipulation had been included 
in the plan due to the tendency of most transit companies to operate 
new equipment more intensively than older vehicles. The limitation 
on mileage is designed to keep the buses affected by the plan in 
operation for the duration. 

Should the O. D. T. deem it necessary to transfer a bus sold under 
the plan in order to provide more necessary service elsewhere, the 
purchaser would be required to relinquish the vehicle under a pre- 
arranged plan of compensation. 

The second purchaser would be required to pay the first pur- 
chaser the original cost of the bus, less 1/84 of such cost for each 
month since the bus was manufactured, except in the case of city 
buses costing more than $7,000, when the rate of discount would be 
1/120th of the cost for each month since the bus was built. 

Each bus sold under the option agreement will bear an O. D. T. 
serial number both on the outside and inside, indicating to the public 
that the vehicle is subject to transfer to more vital service. 

The new pian will make it possible, the O. D. T. explained, to con- 
trol the use of a big fleet of buses at all times without forcing them 
into storage at a time when all such facilities are needed. At the 
same time the plan obviates the necessity for any investment on the 
government’s part. 

It is expected that several thousand busses will thus become avail- 
able for transfer to points where transportation emergencies develop. 

The O. D. T. plans to retain control over buses affected by the 
plan even after they have once been transferred. 


EXCEPTION TO G. O. NO. 1 


Director Eastman has issued general permit O. D. T. No. 1-2 
allowing rail carriers to accept less carload freight for the 
armed forces of the United States on maneuvers without regard 
to the provisions of general order No. 1. 


RELIEF FROM O. D. T. ORDERS 


Trucks operated by common carriers in over-the-road 
transportation of exposed moving picture films have been re- 
lieved from certain provisions of O. D. T. general order No. 3. 
Under general permit O. D. T. No. 3-3, such trucks are not 
required to carry capacity loads, they need not register their 
trucks with joint information offices or check with other car- 
riers before traveling empty or partially loaded, and they may 
operate over circuitous routes if necessary. The general per- 
mit became effective August 1. 


BURLINGTON BUS FOR RAIL SERVICE 


Director Eastman, of the O. D. T., has issued a special 
order (supplementary order O. D. T. No. 2-3) authorizing the 
Chicago, Burlington & Quincy Railroad Co. to substitute bus 
service for its Yellowstone National Park summer passenger 
trains Nos. 24-27 and No. 28-23 between Billings, Mont., and 
Cody, Wyo., effective July 31. The railroad’s application to 
make the substitution stated that authority for the move al- 
ready had been granted by the Commission, said the O. D. T. 
It added that the railroad asserted in its application that 
tourist traffic had declined sharply, and no longer justified 
the use of the railroad equipment in the 228-mile daily round 
trip, and that such equipment was needed for other traffic. 


BUS COORDINATION ORDERS 


Orders directing bus lines to coordinate operations as a 
conservation measure have been issued by the Office of Defense 
Transportation. 

Special Order No. B-11 eliminates duplication of service be- 
tween Chicago, Peoria, and Springfield, Ill. Illinois Greyhound 
Lines, Inc., is to suspend operations between Chicago and 
Peoria, leaving The Santa Fe Trail Transportation Co. the only 
carrier on the route. Santa Fe will suspend between Peoria and 
Springfield, and service between these points will be provided 
by the Black Hawk Motor Transit Co. At Springfield connec- 
tions will be made with the Greyhound route to St. Louis. The 
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effect of the order will be the saving of about 37,000 miles each 
month of scheduled service. 

Special Order No. B-12 directs the Santa Fe Trail Trans- 
portation Co., Dixie Motor Coach Corporation and Southwestern 
Greyhound Lines, Inc., to honor each other’s tickets between 
all points common to their lines between Tulsa and Dallas, 
and to divert passengers to each other for the purpose of 
relieving overloads and reducing the operation of additional 
equipment in extra sections. The companies were ordered also 
to adjust schedules to eliminate duplications in times of 
departure, and wherever practicable to utilize joint depot 
facilities. Santa Fe and Dixie were ordered to operate a joint 
through service of not to exceed four round trips daily, and 
Greyhound was ordered to operate a through service of not 
more than five round trips daily. 


Petroleum Transportation 


In order to help obtain additional truck facilities for trans- 
porting petroleum products, the Office of Price Administration 
has extended from August 1 to September 1 the effective date 
for price ceilings on transportation by tank trucks other than 
common carriers. 

The postponement was made at the request of Director 
Eastman, of the Office of Defense Transportation, who, to re- 
lieve pressure on railroads, had prohibited use of railroad tank 
cars on hauls of less than 100 miles without special permis- 
sion, said the O. P. A., adding: 


This diversion of short-haul traffic from rails to trucks and other 
facilities has created many operating problems which did not mate- 
rially affect truck operators previously. The adjustments required 
to meet these new problems and to determine the applicable maxi- 
mum raies between points not served by particular carriers during 
March, 1942, warrant the postponement. The general regulation would 
establish the ceiling for transportation rates at levels of last March. 

At the same time, O. P. A. asked tank truck operators who would 
suffer hardships if required to operate under March rates to submit 
such information immediately to O. P. A. 

The postponement is contained in amendment 5 to supplementary 
regulation No. 11 under the general maximum price regulation. 


William C. Eberle, formerly of the marine and transporta- 
tion department of the Atlantic Refining Co., has been ap- 
pointed director of transportation for District No. 1 (east coast 
states) in the Office of Petroleum Coordinator for War. Since 
February he has been employed by O. P. C. as chief of the 
marine section, division of transportation, in Washington. His 
new office will be in the Chanin building in New York City. 
Deputy Coordinator Davies said that the functions of the 
marine section would be combined with those of the section of 
inland waterways, headed by Sherman Archbold. 


A conversion and construction program designed to pro- 
vide additional barge facilities for the transportation of oil 
while maintaining and improving existing inland waterways 
transportation will be financed by the Defense Plant Cor- 
poration, in cooperation with the army engineers, Office of 
Defense Transportation, Inland Waterways Corporation and 
the Smaller War Plants Corporation, according to an an- 
nouncement made by Secretary of Commerce Jones. 

The announcement said the plan called for the conversion 
of existing dry-cargo barges into tank barges. The government 
barge line and privately-owned carriers are expected to fur- 
nish the steel barges for conversion. Equipment to replace the 
converted steel barges will consist of tug boats, tanker barges 
and dry-cargo barges with wooden hulls. Continuing, the an- 
nouncement said: 


Inland Waterways Corporation, as agent for Defense Plant Cor- 
poration, wil: undertake the necessary construction work on the con- 
version of dry-cargo barges, the building of wooden dry-cargo barges 
to replace the steel barges converted, and the river towboats. The 
chief of the army engineers, also as agent for Defense Plant Corpora- 
tion, will build the tug boats and wooden tanker barges. 

It is planned to utilize all available facilities, including those of 
the corps of engineers, for the conversion and construction programs. 
rrivately-owned ship and boat yards, as well as others equipped to 
convert steel barges to tankers, build wooden barges or towboats 
without delay, will be asked to submit proposals on the work contem- 
plated. 

Smaller War Plants Corporation has agreed to assist in locating 
and bringing into the program available shipyards and manufacturing 
plants in the Gulf Coast, Mississippi and Great Lakes region for the 
new construction, : 

The conversion program will be started immediately as it will 
require a minimum of critical materials. The new construction will 
be undertaken as soon as necessary materials and facilities become 
available. 

After the conve-sion is accomplished and the new construction 
completed, the Defense Plant Corporation will charter all such equip- 
ment to various water carriers as directed by the Office of Defense 
Transportation. The rates and conditions of charter will be deter- 
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mined mutually between the Office of Defense Transportation, Defense 
Plant Corporation and carriers involved. The entire use of the river 
fleet of oil carri2rs covered by the program will be under the direct 
control of the Office of Denfense Transportation and the various units 
thereof will be allocated to the carriers, as determined by that agency. 


Deputy Petroleum Coordinator Davies has asked repre- 
sentatives of the petroleum industry in the middle west, south- 
west and Rocky Mountain states, and the four principal tank 
car companies to make 5,000 additional tank cars available 
for service to the Atlantic seaboard. Mr. Davies said the oil 
companies were already using an estimated 62,000 tank cars 
—more than half those in the petroleum service in the country 
—to bring oil from the producing areas to the east. It had been 
believed, said he, that this was very nearly as many cars as 
the railroads would be able to handle, but the making of plans 
for movement of tank cars in solid trains and in blocks of trains 
would permit the handling of more cars. 

It cost the oil companies approximately five times as much 
to ship oil by tank car as it formerly cost them to ship by 
ocean tanker, said he, adding it had, in fact, been estimated 
that the east coast companies accumulated a deficit of more 
than $32,000,000 in these extra costs since large-scale rail 
shipments began last winter. It was to compensate for these 
extra costs that the Office of Price Administration granted 
additional price increases on petroleum products in the 17 
eastern states. However, he explained, it was decided this 
“abnormal expense” should be borne by the government as a 
proper over-all war expense. Maximum gasoline prices along 
the eastern seaboard were reduced 2% cents a gallon effective 
August 5. Other reductions were 15 cents a barrel on residual 
fuel oils, 1.1 cents a gallon on distillates and light heating oils, 
and nine-tenths of a cent a gallon on kerosene. These reduc- 
tions were made possible, said O. P. A. Administrator Hen- 
derson, as a result of the decision of the government to absorb 
the “abnormal transportation costs involved in moving petro- 
leum products from Gulf coast and inland points to the Atlantic 
seaboard.” 

President Roosevelt in a message to Petroleum Coordina- 
tor Ickes said he earnestly hoped every citizen would realize 
the serious uncertainties ‘which cloud our prospects for petro- 
leum supplies on the Atlantic seaboard next winter.” There 
could be no guarantee that even minimum fuel oil needs would 
be met, said he. Coordinator Ickes transmitted this message to 
all sellers of fuel and heating oils in the eastern states and 
emphasized the seriousness of the fuel oil outlook in that area. 

Mr. Ickes announced that actual laying of pipe for the 
24-inch pipeline from Texas to Illinois was begun this week. 
This is the line that is being financed by the government as 
part of the effort to relieve the petroleum shortage in the east. 

A question being raised among government officers in- 
terested in assuring an adequate supply of petroleum products 
for the eastern section of the country is as to whether the 
railroads will continue the low rates they established last 
September with a view to overcoming the shortage of petro- 
leum products caused by the withdrawal of tank ships for 
service in the north Atlantic and by submarine sinkings. Last 
September the carriers made a reduction of 25 per cent on 
the products. Prior to that time they made rates on crude 
petroleum from pipe line terminals in Illinois and Ohio on 
the basis of 13 per cent of first class. The reduced rate tariffs 
are dated to expire October 31. 


Since that time the flow through pipelines has also been 
reversed, in several instances. In addition, by the use of 
water blocks pipelines have been used, for different sorts of 
fluid. There is some commingling of products in the water 
blocks but not enough to return to the old rule that a pipeline 
could be used for only one product. 


Some government officers are credited with talk about 
the railroads establishing trainload rates as well as carload 
rates. Men at the Commission who are given early advice 
if and when such things are talked about Know of no such 
talk on the part of men who would know if there were such 
talk in responsible quarters. Commission men familiar with 
petroleum rates regard them as practically charges on train- 
loads because shippers arrange the dispatch of their traffic in 
such a way as to assure that products move to markets in 
trainloads from assembly points to points of distribution of 
the consists of trains. The reduction in crude from pipeline 
outlets in Illinois and Ohio, it is observed, were made largely 
on the theory that the tank cars loaded at such outlets would 
move in solid trains. For that reason the traffic was regarded 
as yielding a satisfactory revenue on the reduced rates made 
on crude in the spring of 1941 and on products last Septem- 
ber. Therefore they doubt whether any suggestion about 
trainload rates will be seriously put forth. 

With two-thirds of all oil products consigned to eastern 
destinations now moving in solid-train lots from the southwest- 
ern fields, the Office of Defense Transportation is taking im- 
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mediate steps to include shipments from smaller producers in 
the solid-train plan. 

At a meeting held in Dallas, Tex., August 6, the O. D, T 
brought together representatives of the oil industry, the As. 
sociation of American Railroads and the interested railroads 
to work out plants to enable the producers of smal! ots 
to concentrate their cars at designated terminals for inclusion 


in trains of sixty cars or more for a single eastern destina- 
tion. 


Pipelines and Barge Canal 


Construction of the Florida barge canal authorized by 
recently enacted legislation (see Traffic World, July 25, p. 219) 
should begin at once and should be rushed to completion, “lest 
the tragic words ‘too little and too late’ rise up again to smite 
us,” said Senator Andrews, of Florida, in discussing that 
project in the Senate. He obtained leave to reproduce in the 
Congressional Record the act of Congress he was discussing— 
public law 675, 77th Congress, originally H. R. 6999. 

Senator Andrews said the amounts authorized by the bill 
and the four projects for which the total appropriation of 
$93,000,000 was to be spent were as follows: 

1. High-level lock barge canal 12 feet deep, 125 feet wide, from 
the St. Johns River to the Gulf of Mexico; estimated cost, $44,000.00 
including cost of overhead highway bridges. 

2. Enlargement of Gulf intracoastal canal to a depth of 12 feet 
and a width of 125 feet from Apalachee Bay—Carabelle, Fla.—to the 
Mexican border; estimated cost, $26,000,000. 

3. Pipeline from Port St. Joe, Fla., or Carabelle to Jacksonville 
and one or more pipelines from the Gulf coast to the St. Johns River, 
together with all necessary terminal facilities; estimated cost, 
$10,000,000. Estimated cost of pipeline from Carabelle to Jacksonville 
is $3,500,000, leaving $6,500,000 for additional one or more pipelines 
across Florida from the Gulf to the St. Johns River. 

4. Pipeline from Yazoo, Miss., to Charleston, S. C., or Savannah, 
Ga.; estimated cost, $13,000,000. 


“It has been indicated by officials,” said Senator Andrews, 
“that at least two or three pipelines should immediately be 
constructed across the peninsular portion of the state from 
the Gulf to the St. Johns River, and several routes have been 
investigated by engineers, including the route from Port 
Inglis, near the mouth of the Withlacoochee, direct to the St. 
Johns River; and another from Tampa to Sanford, where the St. 
Johns is from 10 to 12 feet deep, on to Jacksonville, and as the 
inland waterway from Jacksonville on to New Jersey carries 
12 feet, the larger class of tank barges could be accommodated.” 

Dealing with the question of whether sufficient labor to 
construct the barge canal and pipelines would be available, 
Senator Andrews said that as a result of a recent act of Con- 
gress the employment of W. P. A. workers had been reduced by 
half on July 1, that W. P. A. employment in Florida had dropped 
from about 19,000 to 8,000, and that there would, therefore, be 
several thousand persons idle in Florida unless they could find 
the kind of work they could do through some other source. 

He said that another serious problem confronting Florida 
was that of transportation for its citrus and vegetable crops 
to other sections of the United States. 

“A great portion of these crops has been going by re- 
frigerated ships to the northern markets at a rate which 
caused the railways to reduce their freight charges from about 
90 to 55 cents a crate for citrus fruit,’’ he said. Under the pres- 
ent outlook, few, if any, ships can be used to transport citrus 
fruit and vegetables to the northern markets, and railways are 
already loaded to capacity. Likewise, a large portion of the 
transportation of fruit and vegetables to market has hereto- 
fore been carried on by means of auto trucks. By reason of 
the rationing of gas and tires, that medium of transportation 
may also be seriously impaired for several years.” 


MOTOR VEHICLE REPLACEMENT PARTS 


The War Production Board has issued amendment 1 to 
limitation order L-158 relating to production of replacement 
parts for motor vehicles, one of the objects of the amendment 
being to expedite production of such parts “to keep the coun- 
try’s motorized equipment in good running order for the dura- 
tion of the war.” 


GOODRICH TIRE CONSULTANT SERVICE 

The B. F. Goodrich Company has formed a tire conserva- 
tion department to render consultant service to truck fleet 
operators. The department will make contracts with operators 
for a service which, it is claimed, will reduce the tire operating 
costs of trucks, help to obtain continuous operation of fleet 
equipment and reduce service interruptions due to tire trouble. 
Fees will be assessed on the basis of the total number of ve- 
hicle miles operated. John T. Staker is manager of the neW 
department, with James E. Carhart as assistant. 
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Rubber Inguiry Committee 


President Roosevelt, August 6, informed Congress he had 
vetoed S. 2600, the bill creating the Rubber Supply Agency 
to make available an adequate supply of rubber for military 
and civilian needs, and at the same time made public a letter 
to Bernard M. Baruch, chairman of the War Industries Board 
in the last world war, asking him to accept the chairmanship 
of a board of three to make ‘a quick but adequate survey of 
the entire rubber question.” The other members of the com- 
mittee are Dr. James B. Conant, president of Harvard Uni- 
versity, and Dr. Karl F. Compton, president of the Massachusetts 
Institute of Technology. 

In condemning the rubber bill, the President said it pro- 
vided that “even civilian needs of rubber—for pleasure driv- 
ing, joy-riding—must be given consideration,” irrespective of 
the relationship of such civilian needs to winning the war. 

The President said in his message that the supply of rub- 
per, along with other supplies, was under the jurisdiction of 
the War Production Board and that the bill would immediately 
break up “that logical coordination of centralized control, and 
would set up a new agency with power and duty to manufac- 
ture alcohol and rubber, and to override all the priorities 
established by the War Production Board for materials neces- 
sary to manufacture all the other hundreds of products es- 
sential in war.” 

The War Production Board, he continued, had adopted a 
program for making synthetic rubber, and was now operating 
under it. The board had allocated a certain amount of rubber 
to be produced from agricultural products, and a certain amount 
to be made from petroleum. Both types of plants—those using 
farm products and those using petroleum—were now being con- 
structed and others were planned to be constructed month by 
month, at the greatest possible speed, said the President. 

Every one of these plants would require materials badly 
needed for other war purposes, said the President. In spite of 
the shortage of materials, however, he continued, ‘‘we know 
that plants must be built to manufacture synthetic rubber, 
because rubber is necessary for our fighting machine, and for 
our production machine as well.” 

“IT am just as determined as anyone to get that rubber 
—and to get it as quickly as we can,” said he. “But it is neces- 
sary to weigh the need for factories to care for civilian luxuries 
against the needs of our fighting forces.” 

As to making alcohol from grain to make synthetic rubber 
the President said that while it was true there were now great 
grain reserves, the demand for grain for making food for the 
armed forces of the United Nations was steadily increasing 
and that in the event of a serious drought next year like those 
of 1934 and 1936 “‘our reserves of grain may not be sufficient 
to cover the requirements both for food and for unlimited 
alcohol and rubber.” 

“The processes for making synthetic rubber are now in a 
state of flux,” said he. “Some of them are in the purely ex- 
perimental stage, others have been demonstrated to have vary- 
ing degrees of efficiency.” 

The whole question of which process to use was tied up 
with the question of the most strategic use of the materials 
at hand or obtainable, said he. 

_ “It may well be that serious mistakes have been made 
in the past, based either on misinformation, misconception, or 
even partiality to one process or another,” said he. “It may 
be that the present program of the War Production Board is 
not the best solution. If so, he facts should be ascertained and 
made public. This is particularly so, if it be true, as charged by 
some persons in the Congress and outside the Congress, that 
the manufacture of synthetic rubber from grain has been 
hamstrung by selfish business interests. 

_ “The question of rubber for automobiles is an unusually 
important one because it so intimately affects the daily lives 
and habits of so many American citizens. The very passage of 
the present ill-advised bill is an indication of the overwhelming 
interest which the American people have in this problem.” 

Continuing, the President said: 


I am sure, however, that once they are given the full facts as to 
the supply of rubber and the military and essential civilian needs for 
rubber, and the amount of materials required for the production of an 
adequate supply of synthetic rubber, they will be wholly willing to 
forego their own convenience or pleasure. Americans gladly give up 
their comforts, their time, their money—everything that seems neces- 
Sary to the successful prosecution of the war effort. They freely and 
Proudly make the greatest sacrifice of all—their own sons and brothers. 

In recent months there have been so many conflicting statements 
of fact concerning all the elements of the rubber situation—statements 
from responsible government agencies as well as from private sources 
—that I have set up a committee of three men to investigate the whole 
Situation—to get the facts—and to report them to me as quickly as 
Possible with their recommendations. 

This committee will immediately proceed to study the present sup- 
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ply, the estimated military and essential civilian needs, and the various 
processes now being urged; and they will recommend processes to be 
used, not only in the light of need for rubber, but also in the light of 
critical materials required by these processes. In a sense this will 
require a review of the program now being followed by the War Pro- 
duction Board. It will form a basis for future action not only with 
respect to synthetic rubber, but also such matters as nation-wide gas 
rationing and motor transportation. The responsibility for the dis- 
tribution of critical materials will continue to remain with the War 
Production Board; but the board, as well as the American people, will 
have a complete statement before them of the facts found by the 
committee. 

This unusual investigation is being directed because of the interest 
of the American people in the subject, because of the great impact of 
the lack of rubber upon the lives of American citizens, and because of 
the present confusion of thought and factual statement. 

In the meantime, of course, the manufacture of synthetic rubber 
from oil and grain will continue without interruption. 

The functions of this committee require not only experience in 
business and production and the relations of government thereto, but 
also trained, scientific minds. Therefore, I am appointing as members 
of this committee, Honorable Bernard M. Baruch, chairman; Dr. James 
B. Conant, president of Harvard University; and Dr. Karl T. Compton, 
president of Massachusetts Institute of Technology. They will be 
equipped with adequate staff and will, I know, submit their report at 
the earliest possible moment. I am asking them to investigate the 
whole situation, and to recommend such action as will produce the 
rubber necessary for our total war effort, including essential civilian 
use, with a minimum interference with the production of other weapons 
of war. 


REGROOVING OF TIRES 


Regrooving of tires without the prior written approval of 
the director general for operations has been prohibited by the 
War Production Board in amendment No. 12 to rubber order 
M-15-b. This action, said W. P. B., was recommended by 
the Office of Price Administration to prevent the regrooving of 
tires on which the treads have been worn smooth. The amend- 
ment also prohibits the sale or purchase of scrap and reclaimed 
rubber, except to or from the Rubber Reserve Company in or- 
der to tighten government control on transactions on all types 
of rubber. 


Gasoline Rationing 


Talk of nation-wide rationing of gasoline was renewed 
this week in official circles. The War Production Board, it 
was stated unofficially, had under consideration a plan prepared 
by the Office of Defense Transportation designed to reduce the 
mileage of cars to save rubber. Details of the plan were not 
revealed. This plan was talked of as a substitute for extension 
of the area in which gasoline rationing is effective. It was also 
suggested that rationing might be extended to the Mississippi 
River but not west thereof. Rationing of fuel oil also was 
under consideration. 

Representative Fitzgerald, of Connecticut, in a preliminary 
report to the House of the “unofficial” committee of the House 
appointed to investigate the supply of fuel oil, gasoline and 
rubber, said it was obvious that the eastern seaboard “will have 
a dire and dangerous shortage of gasoline, residual oil, and 
domestic heating oil during the coming winter unless steps are 
taken immediately to correct the situation.” 

The committee recommended that there be an immediate 
rationing of all petroleum products in Ohio, Indiana, Illinois 
and Michigan, the unrationed portion of District No. 1 and 
any other section of the country where transportation other 
than by pipeline is the means of obtaining petroleum products. 
It recommended that all control of petroleum products be 
placed under one head and that all public statements on the 
subject be issued by one office rather than have rationing, price 
control, transportation and so forth, each under a separate 
bureau. The committee further recommended that all ships 
and barges not now being utilized and having a capacity esti- 
mated at 132,000 barrels be put into service immediately. 

Steps taken to prevent the bootlegging of gasoline in the 
eastern rationed area, according to Joel Dean, chief of the 
O. P. A. fuel rationing division, include the following with re- 
spect to carriers: 


All carriers of gasoline are as carefully controlled as are the licensed 
distributors. Railroads must submit reports accounting for, and de- 
scribing every tank car of motor fuel unloaded in the state. Similar 
reports are required of water transport carriers operating on a ‘‘for 
hire’ basis. Port authorities, as well as officers of the Petroleum Con- 
servation Division of the Department of Interior, control the movement 
of gasoline moving in barges through a state, and all gasoline coming 
into a state by pipeline is checked and reported to the state office. 

To account for any shipments of gasoline from one state to an- 
other, the various state tax offices have developed a system of interstate 
reports. A transport load of gasoline, for example, is checked at the 
point of embarkation. At that time state officials note its destination, 
and forward to officials in that state, information that such a tank car 
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is on the way. The car is checked again when it reaches its destina- 
tion. Should it fail to get there, it will be traced, to make sure that 
it will not fall into the hands of bootleg handlers. 


Appeals by pleasure boat owners in east coast waters for 
increased rations of gasoline on the ground that their present 
meager fuel allowances virtually denied them the use of their 
vessels, have been rejected by the fuel rationing division of the 
Office of Price Administration. At the same time, the O. P. A. 
asked the boat owners to employ their curtailed gasoline sup- 
plies to keep their boats in the water, and in commission 
ready to go into the military and naval service of the country 
should the need arise. 


Taxes and Transportation 


Opposition to any increase in the federal tax of 1% cents 
a gallon on gasoline was expressed before the Senate finance 
committee August 4 by John V. Lawrence, general manager, 
American Trucking Associations, Inc., in hearings on the pro- 
posed revenue bill. He also opposed any increase in the tax 
on lubricating oil. 

The Treasury Department proposed an increase in this 
tax of 1% cents a gallon or a total of 3 cents a gallon, but 
the House ways and means committee did not include the 
increase in its bill and the House passed the bill without dis- 
turbing the present tax. 

State taxes on gasoline ranged from 2 to 7 cents a gallon, 
said Mr. Lawrence, and an increase of 1% cents in the fed- 
eral tax would bring the average tax, state and federal, to 
7% cents. He gave figures to show that such a tax would be 
prohibitive from the viewpoint of many truck operations. He 
objected to an increase in the gasoline tax to repay the Re- 
construction Finance Corporation for meeting increased trans- 
portation costs with respect to petroleum. 

“If this tax increase is enacted, one branch of transporta- 
tion will be forced to pay a heavy mileage tax for the purpose 
of financing the general functions of the federal government 
while all other forms of transportation will escape this or an 
equivalent levy,” said he. 

“There is no substitute for highway transportation. It is 
an essential component of our war production program. Our 
vast munitions industry would be utterly useless if we failed 
to get them men and materials to the plants. All the large 
new plants were built with the thought in mind that they 
would be serviced by trucks, cars and busses. 

With present favorable earnings of the railroads, said R. V. 
Fletcher, vice-president of the Association of American Rail- 
roads, in testimony before the Senate finance committee, August 
5, he was disappointed that railroad bonds were not command- 
ing higher prices in the market. Notwithstanding large earn- 
ings, said he, railroad bonds did not go up. One reason, he 
suggested, was that investors feared what might happen to 
the railroads after the war. 

Senator Vandenberg, of Michigan, suggested that probably 
the investors were fearful that the railroads would go into 
government ownership “under the hammer” after the war. 

Mr. Fletcher’s remarks were made in connection with 
his appearance before the committee on the revenue bill. He 
asked that a provision be written into the law to relieve rail- 
roads from paying taxes on the difference between face value 
of their bonds and what they might buy them for at less than 
such value, without the present requirement that a certificate 
be obtained showing that the railroad making such purchases 
was in an unsound financial position. Purchase of such bonds 
at less than par would enable railroads to reduce their fixed 
charges substantially, he said. 

Bonds of solvent railroad companies of par value of 
nearly about four and three quarter billion dollars were selling 
at prices aggregating around a billion and a half under par. 
Bonds of railroads in receivership or trusteeship of par value 
of approximately two and a quarter billion dollars were selling 
at prices aggregating around one and three-quarter billion 
dollars under par, according to the testimony. 

Mr. Fletcher said if the face amount of bonds could be 
reduced three and a third billion dollars, the reduction in fixed 
charges would amount to approximately $120,000,000 a year. 
He expressed the opinion that the principal difficulty faced by 
the railroads was the “mad scramble for traffic” by all trans- 
portation agencies and that the situation would not be improved 
until transportation was thought of as a whole and not with 
respect to transportation by a particular agency. 

Deferred Maintenance Plea 

Mr. Fletcher urged enactment by Congress of legislation 
that would permit the deduction for income tax purposes of 
the deferred maintenance accrued in their accounts on specific 
authorization of the Commission. He explained that the Com- 
mission had issued an accounting order, effective July 1, pro- 
viding for charges to operating expenses, currently, of esti- 
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mated amounts to provide for the cost of maintenance and 
repairs the railroads were unable to undertake or complete in 
any calendar year due to inability to obtain material on account 
of priority regulations or shortage of labor or otherwise, the 
amount so charged to be concurrently credited to a maintenance 
reserve account. He said the order further provided that to 
the extent provision was made for deferred maintenance and 
repairs an amount of cash or U. S. Treasury securities equal 
thereto should be deposited in a special account and that funds 
under such restrictions would thus be available when the main- 
tenance and repair expenditures could be made by the rail- 
roads. He recommended legislation embodying similar pro. 
visions in the tax law so that the deductions proposed might 
be made for income tax purposes. 

Referring to the “tremendous volume of war production” 
and other things causing a great increase in rail traffic, Mr, 
Fletcher made the point that there had been and would con- 
tinue to be “unprecedented exhaustion, wear and tear of the 
railroad properties.” Property could not be maintained now 
as in normal times, said he, and therefore there was a sub- 
stantial amount of deferred maintenance. The railroads had 
not been able to obtain materials and labor for maintenance 
work, said he. Deferred maintenance, therefore, said he, was 
inevitable and beyond the control of the railroads. 

“In consequence of the heavy movement of traffic, income 
reaches a high level,” said he. “Unless provision is made for 
reservation of cash for maintenance and repair work which 
must be deferred because of war conditions and deduction of 
the amount so set aside in computing federal income taxes, 
the income of the railroads will be overstated and taxes will be 
paid upon income which does not take proper account of the 
wear and tear of property used in the production thereof.” 

In answer to a question by Senator Taft, of Ohio, Mr. 
Fletcher estimated, assuming there was a limitation not in ex- 
cess of 2 per cent of gross revenues on the amount that might 
be reserved for maintenance, that approximately $50,000,000 
a year in taxes would be involved. Two per cent of gross 
revenues of six billion dollars, he said, would be $120,000,000, 
and Senator Taft said the tax would amount to about $50,000,000 
if the deduction were not permitted. 

Mr. Fletcher asked that railroad corporations filing con- 
solidated returns be exempted from the penalty tax of 2 per 
cent of the total tax required of corporations filing such re- 
turns. Many states required railroads to establish separate 
corporations for state purposes, said he. 

As to provisions in the House bill requiring employers to 
withhold taxes for employes, Mr. Fletcher said the bill imposed 
on the employer the duty of ascertaining the status of the em- 
ploye—whether or not married, etc.—and that he thought this 
burden should not be imposed on them. He suggested that a 
straight tax be imposed for collection by the employer, leaving 
the matter of status and other questions to be settled between 
the Treasury and the taxpayer. He pointed out that many per- 
sons employed by railroads worked only a few days at a time. 


Abandonment Program 


Mr. Fletcher, in asking for a provision permitting railroads 
to take credit for capital losses resulting from abandonment of 
lines, said the railroads were expediting a program for aban- 
donment of branch lines at the request of the War Production 
Board to the end that the government might obtain needed 
rails and fastenings. The railroads should be allowed to write 
off the losses involved in abandonment of lines, said he. 


Tax on Freight 


With respect to the 5 per cent tax on freight and express 
levied by the House bill, Mr. Fletcher said he had no view to 
express, but he believed the separate tax on coal should be on 
the basis of short tons instead of long tons because of account- 
ing reasons. He also asked that provision be made, to avoid 
double taxation, for exclusion of amounts paid by railroads for 
trucking services such as pick-up and delivery service. 

Mr. Fletcher also asked that reorganized railroads not be 
taxed on the difference between their old and new capitaliza- 
tion. If they were so taxed, said he, they would be “busted” 
before they started anew. 

F. G. Dorety, vice-president and general counsel of the 
Great Northern, asked that, for excess profits tax purposes, 
debts of railroads evidenced by conditional sales contracts for 
cars and locomotives, be defined as “borrowed capital.” 

Opposition to Coal Freight Tax 

J. D. Battle, executive secretary of the National Coal As- 
sociation, opposed the proposed transportation tax of 5 cents 
a ton on coal. He referred to the opposition of Secretary 
Morgenthau to the tax on freight and express. In the event 
that the Senate committee voted to retain the tax he asked that 
amendments be made to put all solid fuels on a parity with 
respect to this tax, as well as to guard against the tax being 
levied twice in the course of the journey from mine to market. 
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August 8, 1942 


Railroads Submit Views to Board 


Establishment of transportation companies using any or 
all forms of transportation is necessary in the ultimate solution 
of the transportation problem, according to a memorandum 
submitted by the Association of American Railroads to the 
Board of Investigation and Research August 5. 

“Over a long period of years a national transportation policy 
has gradually taken form,” said the association in its conclu- 
sions. “This policy recognizes that transportation must be 
considered as a Single, unified problem. Its ultimate objective 
is the development and preservation of an over-all national 
transportation system which will best serve the interest of the 
public at the lowest aggregate cost. 

“From time to time, steps have been taken looking to the 
effectuation of this transportation policy. In 1935 motor car- 
riers were subjected to a regulation of rates and services 
somewhat similar to that already applicable to railroads. In 
1940 regulation of like character was extended to water lines. 
However, Congress recognized that much remained to be done 
before a solid groundwork could be laid for the accomplish- 
ment of the final objective. There are certain underlying con- 
ditions in the transportation field which, to a large extent, 
undermine the effectiveness of the present scheme of regulation. 

“One such condition is the failure to centralize govern- 
mental responsibility for construction of highway, waterway, 
and other transportation projects. Other important examples 
are the current policies relating to subsidies and taxes. 

“Congress created the Board of Investigation and Research 
in order that an authoritative study of these underlying con- 
ditions might be made by an unbiased governmental body. The 
board was directed to investigate government aids to the sev- 
eral transportation agencies and taxes paid by such agencies, 
and to investigate relative economy and fitness. The studies 
with respect to government aids and taxes are, of course, 
subordinate to the study of economy and fitness. Congress 
understood that there could be no valid approach to the ques- 
tion of relative economy and fitness unless information were 
available with respect to so-called hidden costs resulting from 
subsidies. Elimination of subsidies would constitute a great 
forward step toward the establishment of fair competitive con- 
ditions among the several agencies, and toward an economic 
distribution of traffic. 

“The economy and fitness contemplated by the statute is 
the relative economy and fitness of each agency of transport 
to play a part in the national transportation system. Each 
means of transport must take its proper place, no more and 
no less, in such a system if the interests of the public are to 
be best served. 

“We believe that it is highly important, in the ultimate 
solution of the transportation problem, to open the way to es- 
tablishment of transportation companies which, under appro- 
priate regulation and in fair competition with one another, can 
and will so utilize any or all of the several forms of transpor- 
tation as to provide the public with the most efficient, the most 
dependable, and the most economical transportation service. 


“Effectuation of the purpose of legislation authorizing 
such transportation companies will in all probability be a grad- 
ual process. In the meantime, there should be no delay in rec- 
ommending and applying corrective governmental measures in 
respect of subsidies and other existing uneconomic conditions.” 

_ The railroads told the board it was created to study under- 
lying conditions so that a foundation might be provided for 
pment: of a sound and economical system of transporta- 

on. 

“It seems entirely plain that this board was established 
because in the opinion of Congress a careful survey of under- 
lying conditions in the transportation field by an impartial gov- 
ernmental authority was necessary for the purpose of devel- 
oping facts and recommendations which would make possible 
a statesmanlike treatment of transportation in accord with 
the national transportation policy,” they said. 

The A. A. R. said it submitted its memorandum in a spirit 
of constructive cooperation, with the hope that it would prove 
of value to the board. The investigation now being conducted, 
it said, was of major importance to the development of a sound 
and efficient system of transportation for the nation and to 
the economic welfare of the country. 

At this stage, it said, it would not undertake to present a 
Comprehensive and final statement covering all phases of the 
Investigation, “but we shall offer some comments and sugges- 
tions concerning certain fundamental considerations.” Public 
aids and taxes were subjects not discussed in the memorandum. 

_ The railroads reviewed conditions leading up to the cre- 
ation of the board under the following headings: Regulation 
was essentially restrictive prior to 1920; in 1920 the public 
Interest in adequate and efficient transportation was recognized 
for the first time in regulatory legislation; increasing under- 
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standing that transportation must be dealt with as a single, 
unified problem; while progress has been made, much remains 
to be done. 

Later the memorandum dealt with elimination of sub- 
sidies, development of transportation companies, and central- 
ization of responsibility for new transportation projects. 

As to transportation companies it said no argument was 
necessary to demonstrate that the same company operating two 
or more different modes of transport could use each to the 
best advantage and would have no incentive to move traffic 
by one mode if it could be moved more economically or more 
efficiently by another. 


The memorandum quoted Professor W. J. Cunningham on 
the subject as follows: 


The desirable development is to get away from uneconomic waste 
in the unnecessary duplication of facilities and service, and create 
unified transportation companies instead of separate railroad com- 
panies, truck companies, bus companies, airline companies and water 
line companies, each competing not only with rival agencies but 
also with each other. 


Relative Economy and Fitness 


The central problem faced by the board, said the A. A. R., 
was the determination of the relative economy and fitness of 
carriers as directed by the transportation act, 1940. On the 
proper solution of that problem, it said, rested the realization 
of the end and goal of the national transportation policy. 
Other studies by the board on taxes and public aids were subor- 


dinate and contributary to it. Continuing, the association said, 
in part: 


This subject of economy and fitness should be approached from the 
point of view of the broad objective of public interest in transpor- 
tation. This objective, as we have already stated, consists of the 
development and preservation of a system of transportation, capable 
of furnishing with the utmost reliability, dependability and flexibility, 
at all seasons, under all conditions of peacetime and war, and for all 
manner of commodities, a nationwide common carrier transportation 
service at the lowest aggregate cost. ... 

Comparison of the transportation costs of one agency with those 
of another agency must necessarily include the total or over-all costs 
of transportation in each case. Congress recognized that only in 
this way could there be a proper consideration of relative economy 
and fitness in relation to the national transportation system. Other- 
wise there would have been no occasion for Congress to direct the 
board to make a study of taxes and public aid to the different agencies 
of transport. 


Scope of Investigation 


In its study of economy and fitness, the board will be called upon 
to determine what is fair and equitable treatment by the government 
of rail, motor, water, and other carriers, such as will provide for each 
an opportunity to take its proper place in the national transportation 
system. 

‘“‘Economy and fitness’’ are terms which, taken together, embrace 
many different factors. These factors include cost of service, safety 
and speed of operation, length of haul, volume of traffic, reliability 
and dependability of service, frequency of schedules, and many ac- 
cesscrial services. These factors arrange themselves in many different 
patterns and combinations, and are of widely varying importance in 
individual instances and for individual commodities and movements. 
No one could undertake to examine the countless traffic movements 
by each agency with reference to the innumerable combinations of 
factors and the myriad situations involved throughout the United 
States, with any expectation of devising a formula for the proper 
distribution of such traffic. 

It is not the duty of the board to undertake to determine what 
specific traffic should be carried by a given agency, or in what amount, 
or for what distance, to the exclusion of other agencies. Such an 
undertaking would be a task beyond human powers. A sound solu- 
tion of the transportation problem does not lie in an arbitrary distri- 
bution of traffic among the agencies. On the contrary, the investigation 
that the statute contemplates is of the underlying conditions which, 
if made equitable so as to bring about fair competitive conditions, will, 
through the operation of economic forces, encourage such a distribution 
of traffic that each agency will perform those services which it is best 
fitted to perform. 

The investigaticn which the board is directed to make clearly does 
not embrace such matters as efficiency of specific operating methods 
or plant facilities. Although these matters are of such importance that 
they would most certainly have been specified in the mandate to the 
board, if Congress had intended to include them within the subjects 
for investigation, they are not mentioned in the statute. They have 
been left by regulatory action as the responsibility of management. 
They present questions of continuing development from year to year, 
and are not suitable for, and cannot effectively be dealt with in, a 
single and final report. 

The board, in carrying on its studies and in formulating its 
recommendations to Congress in respect of economy and fitness and 
the methods of developing each agency, as well as in respect of other 
phases of its investigation, should deal primarily with matters in- 
volving treatment by government of the several agencies of transport. 


General Transportation Service 


The economy and fitness of any agency of transport to render 
general transportation service cannot be measured by the distribution 
of traffic, under present conditions, among the several agencies. In- 
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equitable conditions of competition, as we have pointed out, have 
served to distort the economic picture, and have tended to divert 
traffic to less econcmical modes of transportation. 

Nevertheless, we take the conditions of competition as they are 
and briefly survey the field, to see how the several agencies of trans- 
port compare with each other in respeet of their relative positions 
in the whole transportation picture. 


Service in Natioral Commerce 


Railroads were built to meet the needs of national commerce and 
natioral defense, and constitute the principal agency which serves 
those needs today. The entire west was developed and served by 
railroads before cities of any considerable size had grown up. Rail- 
roads reach the uttermost bounds of the United States and connect all 
important communities throughout the country. In relation to the 
overall picture of transportation, their superiority in respect of mass 
transportation is generally recognized. Their adaptability also to 
small quantity and package freight was demonstrated long before the 
advent of motor and air carriers, 

Because of the ability of the railroads to handle all kinds of traffic 
under all conditions, and at all seasons of the year and because ot 
the flexibility, reliability and dependability of their service, they 
have been called by the Interstate Commerce Commission, by the 
War Department, and by other authoritative bodies, the backbone « 
the transportation system of the United States. ... 

In its annual reports for 1939, 1940, and 1941, the Interstate Cor 
merce Commission has shown the relative performance of the several 
agencies on the basis of statistics of ton-miles as the unit for freir 
service and statistics of passenger-miles as the unit for passenger 
service. According to the latest of those reports, that for 1941, the 
railroads in 1940 handled 61.3 per cent of the total ton-miles of freight 
traffic by all modes of domestic transportation (other than coastwise, 
and intercostal traffic by water), and 72.7 per cent of the total ton- 
miles handled, exclusive also of the Great Lakes. In the intercity 
passenger carrying field, the railroads in 1940 handled 61.7 per cen. 
of the total passenger-miles of commercial traffic. 


Service in National Defense 


In the preceding section of this memorandum we have called atten- 
tion to the statement of War Department policy in which it is said 
that ‘‘our arterial railway system is the backbone of our national 
defense, and all other forms of transportation are for us but exten- 
sions and auxiliary services.’’ 

One of the outstanding facts today, in relation to our war effort, 
is the demonstrated ability of railroads to meet the demands of na- 
tional defense, as well as of commerce. By far the largest portion of 
the transportation service required for defense and for war production 
is being rendered by the railroads. It is a matter of general knowledge 
that defense materials move in carload lots to a greater extent than 
does civilian traffic. The movement of troops also is generally mass 
movement. In both these fields, the railroads are admittedly superior 
to other agencies of transport. 

Since the inauguration of the national defense program in 1940, and 
particularly since December 7, 1941, rail movements of all kinds have 
been increased, and their origins, destinations, and routes greatly 
changed. The length of haul has substantially increased, both because 
of characteristics of the war traffic, and because of the shifting of 
traffic from other forms of transportation. This has been true in 
both freight and passenger service. 

Due to exigencies of the present war emergency, the curtailment 
or threat of curtailment of other forms of commercial transporta- 
tion has shifted much unanticipated traffic to the rails, thus reversing 
the trend of recent years. Intercoastal traffic by water through the 
Panama Canal has ceased. Coastwise water movements are being 
successively and progressively curtailed. The rubber shortage coupled 
with gasoline rationing is throwing both freight and passenger motor 
traffic back onto the rails. Air transport schedules have suffered 
heavy reductions by government order. 


Mall Service 


The carriage of mail by water and by highway is of small extent, 
while that by electric railway is on the decline. Only in the air is 
mail service growing rapidly. Despite air mail developments, the 
Statistics show that in the fiscal year 1941 the railroads handled 94 
per cent of the total tonnage of mail originated, air carriers handled 
0.2 per cent, while the balance moved by other means. The railroads 
remain the outstanding agency in the field of mail transportation from 
station to station, and most fully meet the demand for transportation 
service in the carriage of mail. 


Flexibility of Service 


The matter now to be dealt with, while important in normal times, 
is of peculiar significance in times of national emergency, and con- 
spicuously so in connection with the national defense in time of war. 
It has to do with the ability of transportation agencies to expand 
their respective services under pressure. With almost unlimited poten- 
tial capacity, railroads can and do expand their performance quickly 
when necessary. This flexibility of railroad performance has been 
demonstrated to a remarkable degree in the past three years. 

It should be noted in this connection that railroads are peculiarly 
adapted to meeting quickly the needs of the defense and war programs. 
It is not necessary to rebuild the railroad plant, nor adjust it to defense 
work. Transportation of goods and of persons for war purposes is 
much the same as for civilian purposes. There is no need for new 
factories, for conversion, or for extensive retooling. 

Another aspect of railroad operations, sometimes overlooked, is 
that railroad service is rendered on a common carrier basis. In this 
respect railroads differ from the principal agencies with which they 
compete. A substantial proportion of the services rendered by high- 
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way and waterway, for example, is performed by contract or private 
carriers. 

As the outstanding common carriers in the country’s transporta- 
tion system, railroads are prepared, at all times, to handle any and 
all traffic that may be offered. This obligation is largely escaped by 
other transport agencies, which may pick and choose such traffic as 
they find profitable or convenient to move. This condition imposes 
upon the common-carrier rail industry the responsibility of providing 
a stand-by service to supply those transportation demands of the pub- 
lic which other agencies are either unwilling or unable to meet. To 
further the situation, such demands come at irregular intervals. Com- 
peting carriers often move certain traffic in seasons of the year when 
it is profitable, but leave it to the railroads at other times. Frequently, 
too, such climatic conditions as winter weather, floods, and droughts 
make it impossible for highway and water transportation to function 
with regularity, or at all. 

This stand-by function is inherent in the service of the railroads 
as the primary common-carrier agency in the nation’s system of trans- 
portation. No other type of transport can supply such a potential 
service, which is essential to the smooth and uninterrupted flow of 
traffic at all times and under all conditions, in both peacetime and 
wartime. The economic value to the nation of such a readiness to 
serve has been strikingly 2mphasized in the present emergency, in 
the course of which the railroads have expanded their services in 
every direction, so as to meet the special requirements of the war 
effort. In any evaluation of the relative economy and fitness of the 
several agencies of transport, this contribution of the railroads to the 
successful operation of the country’s transportation system should be 
afforded due recognition. 

In short, transportation requirements for commerce, for national 
defense, and now for prosecution of the war, are being met pre- 
dominantly by the railroads, which have proved themselves fit and 
competent to meet the unexpectedly large demands made upon them. 
All other agencies, however important they may be deemed, are 
auxiliary and supplementary. This is why railroads are rightly con- 
sidered the backbone of transportation in the United States, in war- 
time as in pedcetime. 

In the light of the facts to which we have called attention, the 
conclusion cannot be escaped that in respect of general transportation 
service, the railroads are today supplying the bulk of the service, as to 
commerce, as to mail, and as to the requirements of national defense 
and the war effort. They stand out as the one indispensable agency of 
transport in all these fields of service, and their preservation in sound 
financial and operating condition must obviously be a major considera- 
tion in the deliberations of this Board. 


Classes of Service 


Up to this point, we have considered economy and fitness for trans- 
portation service in general. We proceed now to the second phase of 
the problem presented to the board, namely, the relative economy and 
fitness of rail, water, and motor carriers as to ‘‘any particular classes 
and descriptions’’ of transportation service. 

Innumerable factors enter into a determination of the relative econ- 
omy and fitness of an agency of transport for particular services or 
classes of traffic. As we have pointed out, these factors vary from time 
to time and in different measure in respect of each of countless thou- 
sands of individual movements. They include rates, distance, safety, 
speed, time, convenience, and various other more or less important fac- 
tors. 

We again emphasize the fact that no practical method could be de- 
veloped by which to examine all of the myriad services rendered by 
transportation agencies so as to decide which agency is best fitted to 
perform each such service. This would be the case even if all presently 
existing subsidies were eliminated and a fair basis of competition were 
established. It is more emphatically the case under the conditions of 
subsidy that now distort the economic picture. Shippers are today in- 
fluenced in many instances by rates which, due to subsidies, do not 
reflect the full costs. True economy and fitness is obscured under such 
circumstances, in relation to specific routes, movements or classes of 
traffic as well as in relation to traffic as a whole. 


Costs and Volume of Traffic 


The relative economy of the several forms of transport must be 
considered, of course, in the light of the over-all or aggregate trans- 
portation costs which must ultimately be borne by the public. It be- 
comes important, in this connection, that certain fundamental distinc- 
tions between the cost of service of the several types of carriers be 
borne in mind, and particularly the effect of the volume of traffic 
upon these costs. The ultimate problem before the Board cannot be 
solved merely by a comparison of service, rates, and unit costs in 
connection with individual shipments, even if there be included in the 
unit costs of each agency the cost to the public of providing the 
facilities and the amount of any difference in tax burdens. A vital 
factor is the extent to which the unit costs of each agency, and there- 
fore the total national transportation cost, are affected by (a) the 
volume of traffic handled and (b) diversions of traffic from one agency 
to another. In many cases diversions of traffic from rails to waterways 
or highways, even though the latter may offer lower rates to pal- 
ticular traffic or to particular parts of the public tend to increase 
rather than reduce total transportation costs. Such diversions, there- 
fore, occasion a public detriment and not a benefit. Accordingly, the 
effect of volume of traffic on the unit operating costs of each agency 
is of prime importance, and should be investigated in order to effectuate 
the purposes of the act. 

On the highway, the unit of operation for freight transportation 
is the truck. The transportation cost involved in operating ten trucks 
is approximately ten times as great as the transportation cost involved 
in operating one truck. It follows that the unit transportation cost |s 
approximately the same in the case of a shipment requiring ten trucks 
as in the case of a shipment requiring one truck. With respect to rail 
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transportation, a very different situation exists. There the train is 
the unit of operation. Additional tonnage may be added to a train 
with little increase in transportation cost. As a result, the movement 
of additional tonnage in a train has the effect of substantially de- 
creasing the unit transportation cost. This is one of the inherent 
advantages in rail transportation. 


Traffic Diversion 


While, as we have shown, railroads occupy the outstanding posi- 
tion in the transportation field, it is at the same time true that their 
competitors have made substantial inroads on railroad traffic in recent 
years. This fact has been brought out in studies made by the Inter- 
state Commerce Commission (as in the annual publication of its 
Bureau of Statistics, entitled ‘‘Fluctuations in Railway Freight 
Traffic’), and in many decisions of the Commission authorizing reduc- 
tions in rail rates to meet water or highway competition. While the 
emergency conditions now existing have temporarily reversed this 
diversion trend, as we have pointed out, such a situation is likely 
to continue only through the emergency period. 

‘The development in recent years of highway and inland waterway 
transportation, and particularly the former, has diverted a large 
amount of traffic from the railroads. If we consider only the rates 
charged the shipper, some of the commodities move more cheaply 
by highway than they could have moved by rail. Similarly, traffic 
is generally handled at lower rates by water than by rail. But this 
is not to say that movements of this kind result from lower costs or 
indicate greater fitness. The volume of such movements is stimulated 
by the existence of subsidies, aad the rates under which they move 
do not reflect the total costs of the respective movements. 

Thus traffic diversion results, in large part, from the existence of 
subsidies which, as we have already pointed out, tend to distort not 
merely the operation of normal competitive forces, but also the whole 
view of economy and fitness. 


Revenue Freight Loading 


Loading of revenue freight the week ended August 1 totaled 
863,528 cars, according to the Association of American Rail- 
roads. This was a decrease below the corresponding week in 
1941 of 18,494 cars or 2.1 per cent, but an increase above the 
same week of 1940 of 145,601 cars or 20.3 per cent. 

Loading the week ended August 1 increased 8,006 cars or 
nine-tenths of one per cent above the preceding week. 

All districts reported decreases compared with the corre- 
sponding week in 1941, except the Southern and Southwestern, 
but all districts reported increases over 1940. 


1942 1941 1940 

S WEEKS Gf JARUETY «..400560666685% 3,858,273 3,454,409 3,215,565 
4 weeks of February .............. 3,122,773 2,866,565 2,465,685 
SWOCKE Of DAAGON oie cise saccewscies 3,171,439 3,066,011 2,489,280 
oe ee 3,351,038 2,793,630 2,495,212 
EEO IY oo kiceiiigie.eiaieiorsre ersiesdueiayen 4,170,713 4,160,060 3,351,840 
PWCCKE OE GMO fo occ die cise aia spsidisaienscs 3,385,769 3,510,057 2,896,953 
Oa | | a er ee 3,321,568 3,413,435 2,822,450 
WG OE PRG Fn iss owiesinsiedcjris 863,528 882,022 717,927 

MNES cna cs amet eet kee sa eke Ss Giee 25,245,101 24,146,189 20,454,912 


Revenue freight loading by districts the week ended 
August 1 and for the corresponding period last year was re- 
ported as follows: 


Eastern district: Grain and grain products, 7,624 and 8,657; live 

stock, 1,062 and 802; coal, 33,681 and 34,836; coke, 3,937 and 3,521; 
forest products, 2,502 and 2,321; ore, 6,757 and 7,325; merchandise, 
L. C. L., 25,831 and 42,375; miscellaneous, 75,366 and 81,948; total, 
1942, 156,760; 1941, 181,785; 1940, 146,226. 
Allegheny district: Grain and grain products, 4,543 and 4,844; 
live stock, 887 and 658; coal, 44,777 and 45,703; coke, 6,334 and 5,974; 
forest products, 1,481 and 1,595; ore, 17,036 and 14,910; merchandise, 
L. C. L., 21,510 and 29,589; miscellaneous, 91,416 and 89,857; total, 
1942, 187,984; 1941, 193,130; 1940, 153,964. 

Pocahontas district: Grain and grain products, 305 and 306; live 
Stock, 181 and 134; coal, 43,088 and 42,778; coke, 822 and 654; forest 
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products, 1,087 and 934; ore, 580 and 399; merchandise, L. C. L., 
2,932 and 4,879; miscellaneous, 8,091 and 8,295; total, 1942, 57,086; 1941, 
58,379; 1940, 50,274. 

Southern district: Grain and grain products, 2,556 and 2,342; live 
stock, 1,174 and 948; coal, 23,006 and 22,659; coke, 624 and 508; forest 
products, 18,462 and 15,604; ore, 2,093 and 1,498; merchandise, L. C. L., 
13,727 and 24,801; miscellaneous, 59,543 and 52,402; total, 1942, 121,185; 
1941, 120,762; 1940, 97,448. 

Northwestern district: Grain and grain products, 11,335 and 12,292; 
live stock, 2,638 and 2,273; coal, 5,853 and 5,621; coke, 1,685 and 2,090; 
forest products, 14,644 and 13,283; ore, 55,986 and 47,654; merchandise, 
L. C. L., 8,922 and 18,991; miscellaneous, 40,033 and 39,957; total, 1942, 
141,096; 1941, 142,161; 1940, 120,250. 

Central Western district: Grain and grain products, 13,390 and 
13,825; live stock, 4,140 and 3,314; coal, 10,012 and 9,898; coke, 276 
and 244; forest products, 11,245 and 10,056; ore, 5,561 and 4,959; mer- 
chandise, L. C. L., 11,529 and 24,721; miscellaneous, 70,256 and 61,298; 
total, 1942, 126,409; 1941, 128,315; 1940, 104,917. 

Southwestern district: Grain and grain products, 3,865 and 3,874; 
live stock, 1,707 and 1,622; coal, 5,306 and 4,672; coke, 141 and 118; 
forest products, 6,041 and 5,851; ore, 417 and 483; merchandise, L. 
Cc. L., 5,124 and 10,370; miscellaneous, 50,407 and 30,500; total, 1942, 
73,008; 1941, 57,490; 1940, 44,848. 


DRIVE FOR SCRAP STEEL 


President Roosevelt, at his press conference August 7, 
gave his support to the War Production Board’s drive to ob- 
tain scrap steel. He read an appeal from Chairman Nelson 
for increased effort in the campaign for collection of steel and 
other scrap materials. The quest for steel rails and fasten- 
ings in abandoned railroads was mentioned specifically by Mr. 
Nelson. President Roosevelt said with respect to a conference 
held August 6 with Chairman Nelson, Director Eastman, and 
Price Administrator Henderson, that it was merely a progress 
conference on the rubber and scrap situations. 


Johnson Car Warning 


The Traffic World Washington Bureau 


“Complacency and relaxation are to be avoided as a 
plague,” says Commissioner Johnson in a letter to W. H. Day, 
of the National Industrial Traffic League, and A. W. Vogtle, 
president of the National Association of Shippers Advisory 
Boards, commenting on the success of shipper efforts to con- 
serve cars. He said one effect of the success had been to 
spread “too confident and too complacent an atmosphere.” He 
warned particularly against abuse of open top cars. Stop all 
circuity, cross-hauls, unnecessary switching and weighing, 
he said. Much more needed to be done to prevent a tightening 
of the car situation, he added. Measures to that end, he said, 
were being considered. 


” tJ tJ e.°e = 
Shipping Priorities List 

The War Production Board has announced that it has 
placed approximately 500 items of import from all parts of 
the world on an emergency shipping priorities list as vital to 
the nation’s wartime economy, “thus guaranteeing them pref- 
erential treatment in the assignment of space that becomes 
available in American-bound ships loading cargoes in world 
ports.” The list, it said, was subject to addition and revision 
as needs changed. Continuing, it said: 


The War Shipping Administration has agreed to limit the cargoes 
to be carried on the ships under its control to this emergency ship- 
ping priorities list, though other lower-rated cargo may be lifted from 
the Caribbean area, the territorial and insular possessions of the 
United States, Canada and Newfoundland, where shipping space has 
not been exhausted by items on the emergency list. 

Announcing the list of these priority items on the emergency list 
as a guide to importers, their agents, ship-lines, banks and others 





Revenue Freight Car Loading—Week Ended Saturday, Aug. 1 


Grain and Live 
Grain Prod. Stock Coal 
{ 1942 43,618 11,789 165,723 
Total all roads PR Be eicceieaad 4 1941 46,140 9,751 166,167 
| 1940 40,690 9,116 122,716 
Preceding week 2 re 1942 46,333 10,668 162,287 
Per cent increase over............. 1941 20.9 
Per cent decrease under........... 1941 5.5 3 
Per cent increase over............- 1940 7.2 29.3 35.0 
Per cent decrease under........... 1940 
{ 1942 1,217, 131 358,589 4,942,567 
Cumulative 31 weeks to Aug. 1. 4 1941 1,179,693 328,844 4,225,496 
| 1940 1,069,457 340,639 3,963,666 
Per cent increase over............. 1941 3.2 9.0 17.0 
Per cent decrease under........... 1941 
Per cent increase over............. 1940 13.8 5.3 24.7 
Per cent decrease under........... 1940 





Per cent to 15 year average, 112.7, 


Forest Mdse. 

Coke Products Ore L.C. L. Miscellaneous Total 
13,819 55,462 88,430 89,575 395,112 863,528 
13,109 49,644 77,228 155,726 364,257 882,022 
10,657 36,610 68,547 150,286 279,305 717,927 
13,875 54,134 90,324 87,587 390,314 855,522 

5.4 34.7 14.5 8.5 
42.5 2.4 
29.7 $1.5 29.0 41.5 20.3 
40.4 
434,495 1,480,539 1,654,623 3,722,377 11,434,780 25,245,101 
400,961 1,259,294 1,461,362 4,803,544 10,486,995 24,146,189 
303,647 992,661 1,052,327 4,502,664 8,229,851 20,454,912 
8.4 17.6 13.2 9.0 4.6 
22:5 
43.1 49.1 57.2 38.9 23.4 
17.3 








340 


concerned with the purchase and transportation of import cargoes, 
the board explained that three types of controlling orders had been 
established, based on the needs of the nation, potential volumes of 
the cargoes and other factors. The materials are listed with an indi- 
cation of which of these orders govern them, if any, and a brief ex- 
planation of procedure. 

The stockpile and shipping branch of the War Production Board, 
which has compiled the list, said that publication was designed to help 
further in the importing of raw materials of an essential nature to 
the nation’s factories and plants at a time when ships’ space is ex- 
tremely valuable and cargoes of uncertain value are offered in compe- 
tition with those more essential. Heretofore, for over a year, priorities 
on imports have been in effect, but after essential cargo had been 
moved, non-priority cargo could be loaded. Now that the W. S. A. 
has decided, in order to save shipping time, to load only priority 
cargo, the publication of the list is essential. No publication of ton- 
nages, source areas, or comparative ratings can be made for reasons 
of public policy. 

Many of the priority materials are subject to the provisions of 
General Imports Order M-63. This order separates many items of 
import into classes which are dealt with on the basis of their impor- 
tance to the war effort. There is also in effect a quota system so that 
certain types of cargoes shall be carried up to an allocated quota only 
when a certificate is issued. This Certificate System also gives cargoes 
of special immediate importance a preferential treatment in the assign- 
ment of ships’ space. 

General Imports Order M-63 is divided into three parts. The first 
two lists are made up of critical and strategic materials, important in 
varying degrees to the war effort, whereas List III is made up of 
less essential civilian items of which shipping space only permits that 
a limited quantity at best can be brought into the country because of 
the stringent shipping situation. Private purchases for import of the 
items under M-63 (all lists) are permitted only by exemptions issued 
by the War Production Board, through the stockpile and shipping 
branch. 

Certificates of shipping priority for the materials listed as ‘‘under 
certificate,’’ it was announced, may also be obtained on application to 
the stockpile and shipping branch of the War Production Board, Social 
Security Building, Washington, D. C. 





NEW ENGLAND COAL TRANSPORT COMMITTEE 


The name of Maxwell Harris, of Boston, Mass., was in- 
advertently omitted from the membership of the New England 
regional advisory committee on coal transportation, announced 
July 30 by the Office of Defense Transportation (see Traffic 
World, Aug 1), it was stated at the Office of War Information. 





CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 67,035 
freight cars for the week ended August 1, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 36,234; auto box, 7,077; 
total box, 43,311; flat, 1,334; gondola, 2,700; hopper, 3,669 total 
coal, 6,369, and miscellaneous, 16,021. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued freight commodity statistics 
of Class I steam railways for the year ended December 31, 1941, 
prepared by its Bureau of Statistics. The compilation, state- 
ment No. 42100, consists of 150 pages and is for sale by the 
Superintendent of Documents, Washington, D. C., for $1. 


Control of Exports and Imports 


The Office of Exports, Board of Economic Warfare, has 
issued its current controls bulletin No. 39, dealing with the 
following subjects: (1) General license for personal baggage; 
(2) allocated commodities lost at sea; (3) changes in general 
licenses; (4) materials shipped in metal drums or containers, 
and (5) price information on export license applications. 

The Office of Exports said August 1 it had notified exporters 
whose shipments of allocated commodities had been lost at sea, 
that new export license applications covering such losses would 
now be considered. It added: 


In filing new applications the exporters were asked to submit 
them in triplicate, giving the number of the license under which the 
lost shipment was exported. Certification is asked to show that the 
new applications are being filed to replace licenses issued for goods 
lost at sea. 


The exporters filing new applications in this connection are not 
required to submit new certificates of necessity in place of those ac- 
companying the original application. 


At the same time the Office of Exports said it invoked 
stricter controls over the personal baggage of merchant crew 
members employed on vessels of European neutral nations. 
Customs collectors have been notified not to permit such crew 
members to take out of this country under the general license 


for personal baggage such items as radios, radio parts, or food- 
stuffs. 


Exporters have been advised that the transportation con- 
trols division of the Office of Exports, Board of Economic War- 
fare, will make the best possible use of available shipping 
space. To do this, it is pointed out, it may be necessary to 
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route commodities from ports other than those nearest the 
point of origin or present location of materials licensed for 
export. Continuing, the division said: 

Future shipments of goods vital to the needs of the Central and 
South American countries and the United Nations will be directeq to 
the least congested ports. A choice of ports has been found a neces- 


sary consideration in the control of transportation of materials des- 
tined for foreign countries. 


Exporters were advised to make arrangements with their buyers 
to cover additional costs of overland hauls across the continent if 
government export and transportation controls require that shipments 
be made from Pacific ports rather than from Atlantic or Gulf ports, 

It was suggested that all adjustments be made immediately jp 
order to meet any redirection of shipments without delay or confusion, 


This procedure will assure the most available shipping space for the 
most essential goods. 


Rail Construction Costs Rising 


_ Railroad construction costs were up in 1941 and are con- 
tinuing their upward trend in 1942, says a notice issued by the 
Commission. The rise of railroad construction costs in 1941 is 
shown in the revision of the railroad construction indices, 
issued annually by the engineering section of the Bureau of 
Valuation, Interstate Commerce Commission. The index js 
based on 1909-14 as 100. For thé country as a whole it stood 
at 165, an advance of 12 points or 7.3 per cent over the preced- 
ing year.’ 

“The increase was practically uniform in the eight regions 
into which the country is divided for the purposes of maintain- 
ing the indices which now cover a period of 26 years,” said 
the Commission. 

“The increases are principally attributed to higher timber 
and steel prices. The peak of railroad construction costs fol- 
lowed the last war. Between 1914 and 1920 they shot up toa 
high of 226 by the end of the latter year. In 1921 construction 
costs fell to 177 and reached a low of 133 in 1932. The trend, 
slightly upward since then, reached 153 in 1940, and in 1941 
was up to 165. 

“The only item that cost less in 1941 than in 1909-10, was 
grading. In 1941 the index for this account stood at 99, 1 per 
cent less than during the basic period when grading was done 
by the use of horses, scrapers, wheelbarrows and muscles. 

“These railroad construction costs are unique in that, while 
other construction indices generally are limited to coverage of 
a few items or types, or localities, the railroad construction 
indices cover the cost of thousands of items of construction 
and construction costs in an industry that penetrates all parts 
of the country and draws on all types of material and labor. 
The bureau’s work has been supplemented by annual reports 
of representative purchases and construction made by the prin- 
cipal carriers; joint studies with representatives of railroad 
organizations; reference to recognized engineering and trade 
publications; manufacturers’ quotations; and data furnished 


by other government and state departments and by individual 
carriers.” 


RAIL FREIGHT STATISTICS 

Tons of revenue freight originated by Class I steam rail- 
ways in the United States in the first quarter of 1942 reached 
a total of 290,983,963, representing an increase of 16.2 per 
cent over the total for the first quarter of 1941, according to a 
compilation by the Commission’s Bureau of Transport Eco- 
nomics and Statistics. The 1941 total was 250,477,592 tons. 

By groups of commodities, the tons of revenue freight 
originated were shown in the compilation as follows: 

Products of agriculture, 24,689,356 tons in 1942 and 18- 
334,793 tons in 1941, an increase of 34.7 per cent; animals and 
products, 4,407,009 tons in 1942 and 3,585,021 tons in 1941, an 
increase of 22.9 per cent; products of mines, 150,118,749 tons 
in 1942 and 133,673,813 tons in 1941, an increase of 12.3 per 
cent; products of forests, 19,348,528 tons in 1942 and 15,974,046 
tons in 1941, an increase of 21.1 per cent; manufactures and 
miscellaneous, 83,675,345 tons in 1942 and 71,986,618 tons in 
1941, an increase of 16.2 per cent, and all less-than-carload 
freight, 4,427,765 tons in 1942 and 3,786,350 tons in 1941, an 
increase of 16.9 per cent. 

A footnote on the compilation said that data for selected 
commodity classes had been omitted from the totals for 
products of mines, products of forests, and manufactures and 
miscellaneous, to avoid revealing information concerning cer- 
tain strategic and critical minerals, pursuant to the Commis- 
ero order of April 27, 1942 (see Traffic World, May 2, P. 

Another compilation by the Bureau of Transport Eco- 
nomics and Statistics showed that the number of tons of 
revenue freight terminated in carloads by Class I steam rail- 
ways in the first quarter of 1942 was 287,478,489. It showed, 
further, that the number of tons of forwarder traffic in cal- 
loads originated in that quarter was 851,968 and that such 
traffic terminated in the same period amounted to 875,160 tons. 
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Unnecessary Weighing of Cars 


Warned by the Office of Defense Transportation that 
unless unnecessary weighing of loaded and empty cars is 
stopped formal orders to accomplish that result will be issued 
py the O. D. T. or the Commission, railroads and shippers are 
undertaking to bring about the desired result by cooperation. 

According to a circular letter sent to chief traffic officers, 
chief accounting officers and chief operating officers of the 
railroads by A. F. Cleveland, E. H. Bunnell and C. H. Buford, 
of the Association of American Railroads, there has been under 
way since March 31, at the request of the O. D. T., an intensive 
investigation by the weighing bureau managers with reference 
to the unnecessary weighing and reweighing, loaded and light, 
in connection with the movement of carload freight. Con- 
tinuing, the letter said: 


In recent years there has grown up a practice of requiring, by 
standing or other general orders, light weighing of closed, open 
and tank cars, disregarding stenciled weights, reweighing of loaded 
cars at or near the destination. To some extent this extra weighing 
has been required irrespective of whether particular movements were 
covered by an authorized weight agreement. In other cases buyers 
are requiring reweighing to check shippers’ weights. Frequently cars 
are reweighed without charge for claim prevention purposes. 

Commodities mentioned in the reports are coal, scrap iron, ores 
and concentrates, sand and gravel, molasses (tank cars), clay, bark 
extract, asbestos, chrome, magnesia, vegetable oils (tank cars), ferti- 
lizer and fertilizer materials and others too numerous to mention. 

It has been stated by the Office of Defense Transportation that 
unless this transportation waste resulting in loss of car days and dis- 
sipation of power is corrected voluntarily, it may be necessary to issue 
formal orders suspending, for the period of the present emergency, 
the National Code of Rules Governing the Weighing and Reweighing 
of Carload Freight in so far as they permit or require light weighing 
of empty cars, weighing of loaded cars as a check against weight 
agreement weights or reweighing at or near destination, loaded or 
empty, of cars which have been weighed on track scales. 


The subject has been discussed in a conference attended by 
members of the weighing committee of the National Industrial 
Traffic League, the A. A. R. weighing committee, and repre- 
sentatives of the O. D. T. and the Commission. An effort will 
be made to eliminate the practice complained of through 
cooperative action. The National Association of Advisory 
Boards has been asked to assist in the campaign. 


A. A. R. Director’s Meeting 


The railroad motive power situation is critical, according 
to information obtained after the regular monthly meeting in 
Washington July 31 of the members of the board of directors 
of the Association of American Railroads. 


__ Director Eastman, and V. V. Boatner, railway transport 
division director, of the Office of Defense Transportation, 
conferred with the A. A. R. directors at the meeting. 


Promise was made by Director Eastman to do what he 
could to get War Production Board officials to grant priorities 
for materials: for needed locomotives. Appeals for materials 
for more locomotives ran into many obstacles, it was said. 
There was no disposition on the part of W. P. B. officials to 
say the railroads should not have more locomotives but many 
reasons were given why there was not more material available 
for the building of locomotives. The net result—not enough 
locomotives, in the opinion of railroad executives. 


The railroads’ locomotive supply was being hard hit by 
the movement of petroleum to the east coast area, it was said. 
A thousand locomotives are engaged in that activity. The 
petroleum movement to the east coast area may reach around 
a million barrels daily in the near future though executives 
said they didn’t want to be recorded as making any such pre- 
diction. A new high of 800,100 barrels daily was established 
the week ended July 25. 


The movement of petroleum in solid trains and in blocks 
of tank cars within other trains, as worked out by A. A. R., 
0. D. T., and O. P. C. officials and announced by Director 
Eastman (see Traffic World, August 1), was discussed by the 
executives. 

Coal movement the first six months this year exceeded 
by 22.8 per cent that for the corresponding period last year, 
for the country as a whole. Into New England the movement 
increased 23 per cent. Lake cargo coal dumpings at lower 
lake ports were 21 per cent above last year. Ore was 17.7 per 
cent above the corresponding 1941 period. 

Another report received by the executives was that the 
A. A. R. military transportation section was tracing or giving 
— special service with respect to approximately 200 cars 

ily. 
Bad order freight cars were reported down to 3.3 per cent 
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of cars owned—the lowest on record in the history of the 
railroads. 

Attendance of shippers at Shippers’ Advisory Board meet- 
ings was running 37 per cent ahead of that for last year—an 
indication of increased interest on the part of shippers in the 
transportation situation, it was said. 


CANADIAN SHIPS ON GREAT LAKES 


President Roosevelt has signed H. R. 7100, extending for 
the period of the present war the provisions of law authorizing 
Canadian vessels to transport iron ore on the Great Lakes 
between American ports (see Traffic World, Aug. 1, p. 278). 


LOCOMOTIVE FUEL AND POWER 


The cost of fuel and power charged to yard and train serv- 
ice of Class I steam railways, including switching and terminal 
companies, was $33,108,461 for May as compared with $26,297,- 
950 for May last year, according to a compilation by the Com- 
mission’s Bureau of Statistics of fuel and power for locomotives 
and rail motor cars of those roads, statement M-230. For the 
five months ended with May the cost was $164,431,973 as against 
$127,508,030 for the corresponding period last year. 


GRAIN STORAGE AND TRANSPORT 


In a statement concerning grain storage problems, the De- 
partment of Agriculture said that this year, as in 1941, grain 
marketing committees had been set up in the principal terminal 
cities to facilitate the working out of grain storage and trans- 
portation problems in local areas. Those committees, it said, 
included representatives of the grain and milling trades, coun- 
try and terminal elevators, railroads, farm organizations, and 
the Department of Agriculture. 

Storage on the farm remained the most feasible means of 
housing ‘‘the record 1942 crops of small grains and beans being 
produced in support of the nation’s war program,” said the de- 
partment. It added that the use of buildings not before used 
for storage but which could be put into shape for holding wheat 
and other grains as well had been encouraged. This included 
buildings in urban areas as well as farm buildings, it said. It 
estimated that about 50,000,000 bushels could be stored in 
buildings such as armories and abandoned stores. 


DETROIT SHIPPERS’ MEETING 


Shippers in the Detroit area met at a luncheon at the 
Detroit Athletic Club August 4 to discuss problems of packing 
and loading of freight arising under O. D. T. general order No. 
1, which will require the loading of merchandise freight cars 
to a minimum of 10 tons effective September 1. The meeting 
was held under the auspices of the shippers’ transportation 
committee of the Detroit Board of Commerce. F. J. Armstrong, 
chairman of the committee, and traffic manager, United States 
Radiator Corporation, presided. 

Edward S. Evans, president, Evans Products Company, 
spoke of the present need for loading freight cars more 
nearly to car capacity, and demonstrated how his development, 
the “auto-loader,” would be of help in this respect as well as 
in properly stowing freight in cars of mixed loads. Allen Dean, 
chairman of the car efficiency committee of the Great Lakes 
Regional Advisory Board, spoke of the obligation on the ship- 
per to see that freight was so packed and loaded as to insure 
safe, speedy and economical delivery. 


INDUSTRIAL POWER TRUCK INDUSTRY 


The following W. P. B. industry advisory committee for 
the industrial power truck industry has been announced by 
T. Spencer Shore, chief of the division of industry advisory 
committees: 


Graeme Darling, general industrial equipment branch, is the gov- 
ernment presiding officer. Committee members are: Eugene Caldwell, 
Williamette Hyster Co., Portland, Ore.; Ezra Clark, Clark Equipment 
Co., Battle Creek, Mich.: D. L. Darnell, Baker-Raulang Co., 2168 W. 
25th St., Cleveland, O.; C. D. Eiler, Crescent Truck Co., Lebanon, Pa.; 
L. J. Kline, vice president, Mercury Manufacturing Co., 4044 S. Hal- 
sted St., Chicago, Ill.; Milton G. Peck, Yale & Towne Mfg. Co., 4530 
Tacony St., Philadelphia, Pa., and C. E. Smith, sales manager, Tow- 
motor Co., 1226 E. 152nd St., Cleveland, O. 


CROSS-HAULING OF WOODPULP 

The pulp and paper branch of the War Production Board 
has announced that as the result of a survey of a large seg- 
ment of the pulp and paper industry, steps have been taken 
to bring about a transportation saving in August of an esti- 
mated 100,000 car-miles through elimination of cross-hauling 
of woodpulp. 

This saving, the branch said, would result directly from 
the interchange of eastern and western book and bond grade 
bleached sulphite pulp. In the allocation of pulp for August 
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under general preference order M-93, it was found possible 
to divert shipments to prevent the cross-hauling of approx- 
imately 2,500 tons of this grade of pulp in each direction across 
the country. 

The branch estimated that the diversion would result in 
a saving of 100,000 car-miles this month in book and bond 
grade shipments alone. Surveys were being made to deter- 
mine the interchangeability of other grades, said the branch, 
adding: 


Previously, a considerable quantity of wood pulp produced in the 
Pacific coast area has been moved by rail across the country as far 
as New England. Pulp produced on the eastern seaboard has been 
shipped to consumers in the mid-west. While these pulps do not have 
identical characteristics, they are interchangeable for many purposes. 

In its efforts to eliminate cross-hauling and thus conserve trans- 
portation facilities, the branch acted on recommendations made by the 
transportation committee of W. P. B. The pulp and paper industry, 
in addition to seeking ways to interchange eastern and western pulp, 
is contributing to the pregram, by seeing to it that all freight cars 
used carry maximum loads. 


PACIFIC PORTS FREE TIME REDUCTION 


The Transcontinental Freight Bureau has filed, for ap- 
plication September 3, an amendment to Item 300 of its ex- 
port tariff 29-E, reducing free time on export freight at Pa- 
cific Coast piers from 20 to 10 days. The amendment also 
changes the free time to run from the day the ship via which 
the freight is routed is ready for loading, instead of from the 
“declared loading date.’”’ The declared loading date was set, 
as a rule, in advance of the arrival of the steamer. Under the 
amendment in phrasing, shippers are protected under current 
conditions when delays in arrival are frequent. 

The railroads asserted that the reduction in the time for 
holding freight without storage charges was necessary due 
to congestion at the piers. Shippers generally, while taking 
the position that the reduction would add some difficulties in 
maintaining rail shipping schedules, raised no very strenuous 
objections. It was pointed out that, as compared with the 
20-day free time on the Pacific coast, the free time at Atlantic 


ports has for many years been 10 days, and at the Gulf ports, 
7 days. 


Freight Schedule Cancellation 


The eastern railroads, through E. H. Burgess, chairman of 
the Eastern Territory Traffic Executive Association, have issued 
a notice formally withdrawing freight “transportation schedules 
heretofore published or advertised.” The notice says: 

“Henceforth, these railroads, pursuant to section 2 (a) of the 
terms and conditions of the domestic uniform bill of lading, 
will use their best efforts to transport all shipments with reason- 
able dispatch under the conditions prevailing at the time of 
movement. They cannot, however, assume liability for failure 
to maintain the regularity of service heretofore prevailing or to 
conform to schedules previously published and now withdrawn.” 

The withdrawal, the notice says, “is necessitated by the 
heavy and complex requirements of the government for rail 
service in connection with our all-out war effort.” Shippers 
are asked “to accept, in a spirit of cooperation, such changes 
in the transportation schedules ...as are due to these abnormal 
times and conditions.” 

Although the notice says the action of the eastern railroads 
“is similar to notices recently given by the railroads in the west 
and south,” it was said at the offices of the Western Trunk Line 
Committee that no such general notice had been issued. There 
had been notices of deviations from particular schedules in 
recent weeks, it was said, and there was a possibility that some 
such general notice would be necessary. 

It was pointed out that freight schedules were ordinarily 
published as information only, not in the same contractual sense 
that tariffs are issued and filed. There were many instances, 
even in comparatively normal times, when, due to a temporary 
emergency, individual schedules could not be adhered to. In 
those instances, however, by the terms of the schedule publica- 
tions, the railroads generally disclaimed liability. The notice 
of the eastern railroads was issued, apparently, as an addi- 
tional disclaimer of such liability, and, in addition, as informa- 
tion to shippers. 

So far as southern railroads were concerned it was said 
by a Southern Railway freight officer that they had not can- 
celled the scheduled freight train services. But it was added 
that no representations were being made in the solicitation of 
freight that it would be put through to destination by a reg- 
ularly scheduled freight train. The scheduled trains, it was 
said, were being run, but the danger of interference by war 
traffic was so great it was not wise for any one to say or sug- 
gest that the schedules could be kept. All that could be 
promised with regard to service, it was asserted, was that the 
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carrier would comply with its law duty to carry with reagop. 
able dispatch. 

At the Commission and at the Office of Defense Trans. 
portation it was said nothing about the matter had been men. 
tioned. So far as the Commission might be thought to be 
concerned it was pointed out that the regulatory body had no 
duty with respect to how carriers performed their duties— 
that is, as to whether they run scheduled trains or trains made 
up when there is something to be hauled. 


Railroad Radio Broadcast 


More export freight was now flowing through American 
ports than at the peak of the first World War, George ¢ 
Randall, manager of port traffic of the Association of American 
Railroads, said August 6 in a round-table radio discussion jp 
Washington. 

According to Mr. Randall, between 2,500 and 3,000 cars— 
about 25 per cent more than in 1940—are being unloaded daily 
at the ports for export movement. 

In spite of the large increase in export traffic, Mr. Randall 
said, “our ports have been kept wide open and entirely liquid.” 
Moreover, he added, ‘‘the job is being done so smoothly and 
— so little difficulty that the general public hears very little 
about it.” 


The railroad representative contrasted these conditions with 
those in the last war when at one time as many as 200,000 
loaded cars were standing idle and blocking track space at 
or near the north Atlantic ports. He attributed the present 
satisfactory port situation to better organization and coopera- 
tion among and between the railroads, steamship people, gov- 
ernment agencies and port authorities. 

Another reason why there was no congestion or delay at 
the ports, said Col. William J. Williamson, chief of the traffic 
control division of the army’s services of supply, was the ma- 
chinery set up by the army to facilitate export movements. 
referred particularly to the holding and reconsignment 

epots. 

“These depots, which are usually located a distance of an 
overnight haul from the ports, are operated by the transit 
storage division of the army,” he continued, ‘‘and are very 
useful when traffic must be diverted or held up.” 

Stating that his branch of the service had found the vari- 
ous divisions and sections of the Association of American Rail- 
roads “exceedingly helpful and invaluable,” Col. Williamson 
said that the railroads were delivering an average of nearly 
6,000 carloads of freight daily to the more than 150 widely 
scattered government camps, plants and projects. 


“There has not been a single instance of any hindrance § 


to the war program due to failure of rail transportation,” 
he said. 

Robert S. Henry, assistant to the president of the Associa- 
tion of American Railroads, declared that the transportation 
mistakes of the last war would not be made again. They would 
not be repeated, he said, because of a better understanding 
between the railroads and the government, the cooperative 
work of shippers and receivers, and better railroads and rail- 
roading. 

The transportation difficulties in 1917, Mr. Henry said, 
were not due to any “breakdown of the railroads as transporta- 
tion machines,” but were caused “primarily by the use of 
railroad cars as storage warehouses instead of the purpose for 
which they are intended—transportation.” 

“The idea in those days was to handle transportation by 
priorities, with nobody in authority to say which priority had 
priority over all other priorities,” he said. 


HANDLING OF EXPLOSIVES 


The Bureau of Mines of the Department of the Interior 
has issued instructions regarding the storage, handling and 
transportation of explosives by more than 145,000 persons 
licensed under the federal explosives act, for the purpose of 
preventing sabotage through use of explosives and disasters 
involving explosives. It was explained that the Interstate 
Commerce Commission generally had jurisdiction over the 
transportation of explosives from one state to another. 


COFFEE IMPORTS 


Terms under which coffee acquired by importers under 
contracts entered into before July 2, 1942, and not loaded for 
shipment by that date, may be imported into the United States 
were announced jointly August 6 by the Board of Economic 
Warfare, the Office of Price Administration, the War Produc- 
tion Board, and the Commodity Credit Corporation of the 
Department of Agriculture. A detailed statement of the terms 
of the coffee importation agreement is available at the Office of 
Imports, Board of Economic Warfare, Washington, D. C. 
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New Army Transportation Corps 


Creation of the Army Transportation Corps of the Serv- 
ices of Supply, to coordinate, direct, and speed the flow of men, 
equipment and supplies into the war effort was announced 
August 6 by the War Department. 

“The new corps, whose organizational status generally 
parallels that of the Corps of Engineers and the Quartermaster 
Corps, is designed to provide the necessary qualified personnel 
and centralized direction to meet the problems of transporta- 
tion in warfare,” said the department. ‘The corps will have 
distinctive insignia, the design of which has not been adopted. 

“The transportation corps will absorb the functions of the 
transportation service, which was created as part of the Serv- 
ices of Supply established March 9, 1942, and will undertake 
new and broader activities. 

“The transportation service had been charged with direc- 
tion, supervision and coordination of all transportation func- 
tions in the War Department. It was formed from part of the 
personnel and functions of G-4 (Supply Division of the General 
Staff), the transportation division of the Office of the Quarter- 
master General, ports of embarkation, staging areas, and re- 
consignment stations for overseas shipments.” 

Continuing, the department said: 

Brigadier General Charles P. Gross, chief of the transportation 
service, will be chief of transportation in the new corps. Brigadier 
General T. H. Dillon, deputy chief of the transportation service, be- 
comes deputy chief of transportation. In genral, other key personnel 


of the transportation service will maintain their present status under 
the new program. 

The chief of transportation is, in effect, the traffic manager of the 
War Dpartment for rail, water, and highway shipments of all types. 
He is responsible also for operations of all field establishments per- 
taining to these forms of transportation. These include ports of em- 
parkation, port agencies, transportation agencies, holding and recon- 
signment points, and regulating stations. 

In the past, the transportation service was dependent for personnel 
upon officers and enlisted men assigned from other arms and services, 
many of them coming from the Quartermaster Corps. Under the new 
program, the transportation corps will operate its own replacement 
and unit training center for enlisted men. It will obtain additional 
officer personnel from civilians newly commissioned in the army and 
from the Officer Candidate Training Schools of the Services of Supply. 

This is expected to provide necessary permanent personnel espe- 
cially skilled in the transportation field, and eliminate the necessity 
of depending on untrained personnel or those detailed only temporarily 
to the work from other arms and services. 

Under the new set-up, railhead companies, port headquarters, and 
port battalions, all under the previous jurisdiction of the Quartermaster 
Corps, become part of the new transportation corps. All transportation 
units will be activated by the Services of Supply, according to the 
program. 

Other functions of the corps provide for assignment of transporta- 
tion officers to duty at service commands, posts, camps and stations, to 
staffs of tactical units and as transportation officers for the other serv- 
ices. 

Officers and warrant officers now serving with the transportation 
service are assignd to duty with the transportation corps without los- 
ing their arm or service affiliations. Enlisted men assigned to units 
and installations of the transportation service, however, are transferred 
to the new corps. 

For the present, all officers and warrant officers detailed or assigned 
to duties as ‘‘transportation officers’’ will continue under the commander 
who appointed them until the chief of transportation arranges for their 
detail in or assignment to duty with the transportation corps, or desig- 
nates an officer of the corps to relieve them. 


PRICE CONTROL AND TRANSPORTATION 

The Office of Price Administration has extended until 
September 1 the date on which O. P. A. ceilings apply to 
charges for stevedoring and car loading and unloading when 
performed under a contract with any war procurement agency. 
The postponement, requested by the War and Navy Depart- 
ments, said the O. P. A., was contained in amendment 4 to 
supplementary regulation No. 11, and would afford additional 
time for working out problems having a direct bearing on 
transportation of war materials. 

Charges for stevedoring and car loading and unloading 
performed for other than a war procurement agency must con- 
form, effective August 1, with ceilings established by O. P. A. 
Price regulations at levels of last March. The O. P. A. said 
that where such services were performed by common carriers 
operating in their capacity as such, the limitations of the price 
regulations did not apply. 


ARMY LIMITS TRANSPORTATION 


Beginning September 1, and for the duration of the war, 
dependents and household effects of army personnel and 
Civilian employes of the War Department will be moved at 
- neta expense only once, the War Department has 

ounced. 


This decision was reached, officials said, because the ne- 
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cessity of frequent transfer of army and civilian personnel in 
the tremendously expanded military establishment threw “an 
intolerable burden upon the transportation system.” Contin- 
uing, the department said: 


It was pointed out that the man-hours of effort required to move 
household goods and dependents must be directed to more useful ends. 

Previously, dependents and household goods of authorized army 
and civilian personnel had been moved at government expense upon 
each permanent change of station. 

The new regulation will not deprive authorized personnel of gov- 
ernment aid if they are required to move in a mass evacuation of a 
specified area after their dependents and household goods have been 
moved once at government expense. 

Nor will the regulation affect personnel who are retired, discharged 
or relieved from active duty. 


Shipment of authorized baggage of army and civilian personnel 
also will be provided as in the past. 


ARMY SPECIALIST CORPS AND TRAFFIC CLUBS 


C. R. Musgrave, president of the Associated Traffic Clubs 
of America, has sent to the president and secretary of each of 
the country’s traffic clubs a letter asking the cooperation of 
the club in the endeavor of the Army Specialist Corps in its 
survey of available specialists “in all fields of transportation, 
shipping and warehousing.” He asks the club officers to mail 
to Dwight Davis, director general, Army Specialist Corps, War 
Department, Washington, D. C., an up-to-date roster of their 
respective clubs. 


President Musgrave included with his letter copy of a 
letter addressed to him by Director General Davis outlining 
the objectives of the corps, which include bringing ‘‘under the 
control of the Secretary of War certain skilled individuals 
who have the required professional technical or scientific quali- 
fications to perform duties of certain military personnel, 
thereby relieving such military personnel for combat and 
command duties.” The corps will mail to each traffic club mem- 
ber the roster of which it receives a letter and a questionnaire. 
From the latter it will compile “advance information” to enable 
it “to classify those who may desire to be in a position to offer 
their services when, as and if the necessity arises.” 


Freight Forwarder Tariffs 


So as to enable freight forwarders to straighten out their 
tariffs the Commission has postponed to July 16 the effective 
date of the first three subparagraphs of section 409 (a) of 
the interstate commerce act relating to the filing of joint 
freight forwarder-motor common carrier rates. Otherwise that 
part of the act would be effective as of July 1. 


Because of that postponement of the effective date the 
carriers will have two weeks more to devote to the prepara- 
tion of tariffs. They will have authority to file tariffs up to 
August 16 and when so filed the tariffs will be effective as 
of July 16 (see Traffic World, August 1, p. 244). The Com- 
mission has issued a notice on the subject, as follows: 


The Commission, at a general session held in its offices in Wash- 
ington, D. C., on July 30, 1942, held that the only initial joint freight 
forwarder-motor common carrier rates which may be filed under 
section 409 of the act are those which actually fall within the terms 
of subsections (1), (2) and (3) of section 409(a). No such joint rates 
may now be tiled except those (1) which were contained in tariffs and 
supplements offered for filing with the Commission prior to May 16, 
1942, and which were rejected, and (2) those under which freight for- 
warders and motor common carriers were actually operating on July 1, 
1941. The Commission recognizing that this ruling will make it diffi- 
cult for certain freight forwarders to establish such joint rates, by order 
dated today postponed the taking effect of subparagraphs (1), (2) 
and (3) of section 409(a) until July 16, 1942. As a result of this order, 
such joint rates and charges contained in tariffs previously filed but 
not rejected become effective as of July 16, 1942, unless notice is 
filed with this Commission within 30 days after July 16, 1942, cancel- 
ing same. Also, joint rates and charges contained in tariffs offered for 
filing prior to May 16, 1942, but rejected and tariffs containing joint 
rates which were actually in effect on July 1, 1941, may be filed on or 
before August 15, 1942, and when so filed become effective July 16, 
1942, 


After joint forwarder-motor rates or charges filed in accordance 
with the above requirements become effective, changes in and addi- 
tions to such joint rates or charges may be established on 30 days’ 


notice; or, if permission is obtained in advance from the Commission, 
on less than 30 days’ notice. 


The Senate, August 3, concurred in the amendments of 
the House to S. 2642, the bill correcting clerical errors in parts 
II and IV of the interstate commerce act. This completed con- 


gressional action on the measure (see Traffic World, August 
1, p. 244). 
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Railroad Earnings 


Class I railroads of the United States in the first six 
months of 1942, had an estimated net income, after interest 
and rentals, of $289,100,000, according to reports filed by the 
carriers with the Bureau of Railway Economics of the Asso- 
ciation of American Railroads. 


For the corresponding period in 1941, net income of those 
roads, after interest and rentals was $169,993,733. 

Net railway operating income, before interest and rentals, 
of the Class I carriers in the first six months of 1942, one road 
estimated, amounted to $551,656,630, compared with $433,- 
822,005 in the same period in 1941, says the association, adding: 


In the twelve months ended June 30, 1942, the rate of return 
earned on property investment averaged 4.24 per cent, compared with 
a rate of return of 3.31 per cent for the twelve months ended June 
ou, 1941. 

Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies, and cash. 
The earnings reported above as net railway operating income, repre- 
sent the amount left after the payment of operating expenses and 
taxes, but before interest, rentals, and other fixed charges are paid. 

This compilation as to earnings for the first six months of 1942 
is based on reports from all Class I railroads, representing a total 
of 231.504 miles. 

Total operating revenues in the first six months of 1942 amounted 
to $3,280,759,026, compared with $2,424,423,816 in the same period in 
1941, or an increase of 35.3 per cent. Operating expenses in the six 
months of 1942, amounted to $2,157,262,442, compared with $1,678,348,896 
in the corresponding period in 1941, or an increase of 28.5 per cent. 

Class I railroads in the six months of 1942 paid $488,310,898 in 
taxes, compared with $247,276,242 in the same period in 1941. For the 
month of June alone, the tax bill of the Class I. railroads amounted 
to $110,499,194, an increase of $59,028,951 or 114.7 per cent above June, 
1941, 

Eighteen Class I railroads failed to earn interest and rentals in 
the six months of 1942, of which one was in the eastern district, ten 
in the southern district, and seven in the western district. 

Class I railroads in June, 1942, had an estimated net income, after 
interest and rentals, of $77,700,000 compared with $52,800,181 in June, 
1941. Those same roads in June of this year, had a net railway 
operating income, before interest and rentals, of $118,730,968, com- 
pared with a net railway operating income of $93,316,121 in June, 1941. 

Operating revenues for the month of June totaled $623,687,416 
compared with $455,022,722 in June, 1941, while operating expenses 
totaled $378,472,014 compared with $298,932,432 in the same month in 
1941. 


Eastern District 


Class I railroads in the eastern district in the first six months of 
this year had an estimated net income, after interest and rentals, of 
$128,500,000 compared with $114,401,969 in the same period last year. 

Those same roads in the first six months of 1942 had a net rail- 
way operating income, before interest and rentals, of $233,007,200, 
compared with $225,930,493 in the same period in 1941. 

Operating revenues of the Class I railroads in the eastern district 
in the six months of 1942 totaled $1,574,465,558, an income of twenty- 
nine per cent compared with the same period in 1941, while operating 
expenses totaled $1,052,852,637, an increase of twenty-seven per cent 
above 1941. 

Class I railroads in the eastern district for the month of June 
alone had an estimated net income, after interest and rentals, of 
$33,700,000 compared with $31,635,453 in June, 1941. Net railway 
operating income before interest and rentals in June amounted to 
$50,614,608 compared with $49,414,727 in June, 1941. 


Southern District 


Class I railroads in the southern district in the first six months 
of this year had an estimated net income, after interest and rentals, 
of $57,800,000 compared with $33,974,515 in the same period last year. 

Those same roads in the six months of 1942 had a net railway 
operating income, before interest and rentals of $91,066,662 compared 
with $67,359,863 in the same period of 1941. 

Operating revenues of the Class I railroads in the southern dis- 
trict in the six months of 1942 totaled $466,675,542, an increase of 42.2 
per cent compared with the same period in 1941, while operating 
expenses totaled $290,617,178, an increase of 31.2 per cent above 1941. 

Class I railroads in the southern district for the month of June 
alone had an estimated net income, after interest and rentals of 
$12,500,000 compared with $6,424,957 in June, 1941. Net railway operat- 
ing income, before interest and rentals in June, amounted to $17,443,165 
compared with $11,572,497 in June, 1941. 


Western District 


Class I railroads in the western district in the first six months of 
this year had an estimated net income, after interest and rentals of 
$102,800,000 compared with $21,617,249 in the same period last year. 

Those same roads in the first six months of 1942 had a net rail- 
way operating income, before interest and rentals, of $227,582,768, 
compared with $140,531,649 in the same period in 1941. 

Operating revenues of the Class I railroads in the western district 
in the six months of 1942 totaled $1,239,617,926, an increase of 41.5 
per cent compared with the same period in 1941, while operating 
expenses totaled $813,792,627, an increase of 29.6 per cent above 1941. 

Class I railroads in the western district for the month of June 
alone had an estimated net income, after interest and rentals, of 
$31,500,000 compared with $14,739,771 in June, 1941. Net railway oper- 
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ating income, before interest and rentals, in June amounted t 
$50,673,195 compared with $32,328,897 in June, 1941. 





Foreign-Trade Zones 


Final action by the Foreign-Trade Zones Board on an 
application of the Harris County Houston Ship Channel Nayi- 
gation District at Houston, Tex., for a grant to establish a 
foreign-trade zone at Houston could be expected “within the 
near future,” said Thomas E. Lyons, executive secretary of the 
Foreign-Trade Zones Board, in an address before the Pacific 
Coast Association of Port Authorities at San Diego, Calif. He 
noted that a hearing on the Houston application had beep 
held (see Traffic World, May 23, p. 1363). 

“The Board of Commissioners of the Port of New Orleans,” 
he said, “recently voted to make application for a zone at New 
Orleans, La., and according to a recent issue of the weekly 
bulletin of the Port of New Orleans, it was reported by 
E. O. Jewell, general manager of the port commission, that the 
application and accompanying exhibits would be completed 
and filed with the Foreign-Trade Zones Board within the next 
ten days. I have every reason to believe that this appli- 
cation will have been received at Washington before my 
return. . . . Galveston and Tampa are giving serious study to 
the matter of making application for foreign-trade zones in 
their respective ports.” 

Mr. Lyons said that at the present time the New York 
foreign-trade zone was the only zone in actual operation and 
that it had been clearly shown there that the foreign-trade 
zone had proved invaluable for the stock piling of foreign com- 
modities in the war period. 


“When additional ships become available, and come they 
will, even larger stocks of foreign goods, especially from Latin 
America, will be brought to our shores for storage and redis- 
tribution,” he said. 

After discussing operations of the New York zone, he 
offered the following as advantages he said the foreign-trade 
zones enjoyed: 


The foreign-trade zone is particularly valuable for expediting and 
encouraging transshipments and reexport trade because of the freedom 
foreign merchandise enjoys while in the zone. 

Foreign merchandise may be landed in the zone and later shipped 
to a third country without bond or any form of customs entry. Large 
stocks of foreign merchandise may be warehoused in the zone and as 
needed, brought into customs territory or reshipped to foreign des- 
tinations. 

In the zone, large packages may be opened, broken up into smaller 
lots, assembled and repacked with other merchandise for reexport. 
Bonded warehouse regulations permit withdrawal of the entire package 
only. 

Goods may remain indefinitely in a foreign-trade zone, while in a 
bonded warehouse the limitation is three years. 

In the zone, duty is paid on the weight of the merchandise at the 
time it is removed from the zone, thereby taking advantage of shrink- 
age and other losses; in a bonded warehouse duty is paid on the basis 
of weight of the merchandise at the time of the warehouse entry. 

In a foreign-trade zone defective or sub-standard merchandise may 
be removed or brought up to standard before customs entry. This is 
not permitted in a bonded warehouse where often an entire shipment 
is rejected if samples do not meet standards. 

No bond is required on merchandise in a foreign-trade zone, while 
in a bonded warehouse, a bond for double the amount of the duty must 
be posted. This exhausts both the time and credit of the importer. 

In the foreign-trade zone, merchandise may be manipulated or 
processed to take advantage of a favorable rate of duty. Chick peas 
may be cited as an example. If the peas are split before being brought 
into customs territory they take a lower rate of duty than the whole 
pea. The husk and foreign matter may be removed, thereby reducing 
the dutiable weight. These advantages would be lost if work is done in 
bonded warehouse... 


“A well known authority has stated,” said Mr. Lyons in 
concluding his address, “that when peace is restored, we will 
control nearly all of the merchant shipping in the world, and 
should be in a position to secure a just share of the world trade. 
If we are to obtain this trade for our merchant ships and hold 
it against the maritime rivalry of other nations, then we must 
plan now to furnish every port facility which will aid in 
developing trade by providing two-way cargoes and quick 
turn-around for our ships.” 


W. S. A. UNIFORM BILL OF LADING 


The War Shipping Administration, under terms of supple: 
ment No. 2 to its general order No. 16, has prescribed a special 
uniform bill of lading to be used by operators of vessels 
engaged in barge services for the use or account of the United 
States in domestic or foreign commerce. The supplement pro- 
vides that on or before August 15 vessels engaged in barge 
service shall use only the uniform bill of lading identified 4s 
“Form No. 108 Warshiptowblading 8/1/42.” 
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Questions and Answers 


In this column will be answered questions of both legal and 
practical nature that confront persons dealing with trafic. A 
list on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the trafic man but to help him in 
work. 
™ The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
ion is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or 
questions from nonsubscribers. 
Address Questions and Answers ment, 
Trafic Service Corporation, Earle Building, Washisgton, D. O. 
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Tariff Interpretation—Minimum Ratings—Motor Carrier 


Ohio.—Question: We have recently been involved in quite 
a controversy with a motor carrier regarding the correct in- 
terpretation of Item 66-D, Supplement 149 to Mid-Western 
Motor Freight Tariff No. 3, MF I. C. C. No. 4 when applied in 
connection with a truckload movement from Detroit, Mich., 
to Lincoln, Neb. ; 

The carrier contends that between Michigan points and 
Nebraska points the minimum rating applicable is Class 50 as 
per notes E and F of Item 66-D. We contend, however, that 
note (d) of this item provides for a Class 40 minimum between 
the points involved. 


In our opinion this note (d) has become transposed in such 
a way that the Class 50 minimum applies only to Omaha or 
Nebraska City and the Class 40 minimum applies to all other 
points in Nebraska. This obviously is not the intent of the 
tariff. We feel that the item should be amended. Until that 
time, however, we also believe that carriers should protect the 
minimum rates as prescribed in the item. 


Answer: Item 66-D of Supplement 149 of Mid-Western 
Motor Freight Tariff No. 3, MF I. C. C. No. 4, Notes E and F, 
provide for a minimum rating of Class 50 between lower 
peninsula Michigan points (Detroit) and Nebraska points 
(Lincoln). However, the Nebraska heading under Note E 
carries a reference which provides that except when to or 
from Omaha and/or Nebraska City, Nebr., the minimum rating 
will be that applicable between points in Note F (Michigan) 
and points in lowa. The rating between Note F (Michigan) 
and Iowa points is Class 40. From the above tariff provisions 
it is apparent that the Class 50 rating does not apply as a 
minimum rating on the shipment from Detroit, Mich., to Lincoln, 
Nebraska. 


There seems to be no basis for the assumption that Note 
(d) has been transposed, as the wording of this note is apt 
for the purpose of limiting the application of the minimum 
ratings of Class 45 and Class 50 so far as Nebraska points are 
concerned, to traffic moving between Omaha and Nebraska 
City and points taking same rates and points in the states 
shown in Note “F.” 


Routing and Misrouting—Discontinuance of Connecting 
Carrier 


Pennsylvania.—Question: We recently shipped 14,800 
pounds of new empty steel gas cylinders, the destination shown 
on the bill of lading being Key West, Florida, the routing CNJ- 
Rdg-B&O-RF&P-ACL—via Port Tampa, Florida. Our under- 
standing was that the shipment would move from Port Tampa 
via the P&O Steamship Line. 

However, upon arrival at Port Tampa it developed the P&O 
had suspended their service, and it was necessary for us to 
freconsign the car to Miami, Florida, for delivery to Key West 
via the Overseas Transportation Company. The reconsignment 
caused us an additional freight charge based on the rate from 
Port Tampa to Miami, plus the Overseas Transportation rate 
from Miami to Key West. 

While we have paid the additional charges, beg to ask 
‘whether you can cite any authority for claim against the car- 
tier for executing a bill of lading which was impossible of 
accomplishment in view of the fact that the carrier could not 
deliver the shipment to Key West via the route show> on the 
bill of lading. 


Any information you can give us in the abv-e will be ap- 
preciated. 


345 


Answer: It is not apparent whether routing beyond Port 
Tampa was specified in the bill of lading. 

The Commission has held that in case of incomplete rout- 
ing instructions, shipments should be moved over the cheapest 
reasonable available route consistent with the routing instruc- 
tions shown in the bill of lading, and that the carrier’s failure 
to do this results in misrouting. See Barbston vs. L. & N. R. R., 
16 TC. ©. €21. 

The Commission has also held that shipments which moved 
as routed by the shipper were not misrouting because the 
carrier failed to inform the shippers that lower rates, ap- 
plicable over other available routes, did not apply over the 
route designated by the shipper. United Carbon Co. vs. 
Detroit, T. & I. R. Co., 229 I. C. C. 405(406). 

If the bill of lading did not show routing beyond Port 
Tampa, and the shipment was forwarded via the cheapest 
means of transportation beyond that point, there was, in our 
opinion, no misrouting of the shipment. 

If the shipment was actually routed by the shipper via 
Port Tampa, Fla., and P. & O., either of two situations might 
have existed: (1) the P. & O. had discontinued operations 
before the shipment was accepted for transportation at origin, 
or (2) the P. & O. discontinued operation after the shipment 
was accepted for transportation at origin. The question then 
arising is whether the carrier is liable in either or both cases. 

If the shipment was routed by the shipper via Port 
Tampa, Fla., and if at the time the shipment was accepted at 
point of origin for transportation the P. & O. had discontinued 
operation, the initial carrier should have forwarded the ship- 
ment via a cheaper route, if one existed, than that via which 
the shipment actually moved. If no cheaper route existed, 
there is no damage. 

If the shipment was routed by the shipper via Port Tampa, 
Fla., and the P. & O. and if at the time the shipment was 
accepted at point of origin for transportation the P. & O. 
was being operated, but discontinued operation while the ship- 
ment was in the course of transportation to Port Tampa, Fla., 
the principle of the decision in Brunswick-Balke-Collender - 
Company vs. Pere Marquette R. R. Co., 49 I. C. C. 530, will 
apply. In this decision, the Commission said: 


This case was heard twice in an effort to obtain a complete record, 
but the evidence introduced does not establish that any of the charges 
assailed were the result of defendants’ negligence. Defendants ap- 
parently breached the contract implied in their acceptance of the ship- 
ment to transport and deliver it at the billed destination. However, it 
is well settled that reparation can be awarded by us only for damages 
resulting from violations of the act. Hudson Motor Car Co. v. M. C. 
x &: te. 2 E. o. Cf. 3 


Damages—Measure of—Conversion 


Ohio.— Question: We would appreciate it very much if you 
would give us your opinion on the following subject: 

On March 20, 1942, we had a shipment of steel, 45,650 
pounds, from Pittsburgh, Pa., to Detroit, Mich., and another 
shipment of 27,80Q pounds from Pittsburgh, Pa., to Detroit, 
Mich., consigned to another consignee. When these shipments 
were brought into our terminal for billing, the clerk gave the 
driver with 45,650 pounds the delivery receipt for the 27,800 
pounds, which named another consignee, and the other deliv- 
ery receipt was given the driver with the 27,800 pound load, 
both going to different places. 

The driver not checking his bills, delivered the large ship- 
ment to the wrong consignee, and the consignee that should 
have received this filed a claim against this company for the 
margin of profit lost through mishandling. Upon discovery 
of our error, we attempted to correct it, but the company who 
received the 45,650 pound shipment had already reshipped this 
material to another consignee, and the shipper could not re- 
place this order. The consignee who filed the claim, states 
that he has on file, records pertaining to the transaction and 
purchase order covering resale of this material, and not being 
able to have the steel replaced, feels that we should pay the 
profit that he would have gotten had he received the shipment. 

Our understanding is that a carrier is liable only to the 
extent of what the steel was invoiced for, from origin to 
destination, and brokerage, overhead expenses, percentage 
above invoice, or other similar items added to the invoice 
price, cannot be paid. * 

Answer: A carrier wrongfully delivering goods to a person 
not entitled to receive them is ordinarily liable to the shipper 
or person entitled to their possession, for the value of the 
goods unless the misconduct or negligence of the shipper or 
person entitled to the goods induced the misdelivery. Such 
wrongful delivery constitutes a conversion, rendering it im- 
mediately liable, regardless of the subsequent destruction of 
the goods by an act of God, and irrespective of the good 
faith in making the delivery. No question of care arises, for 
in such case the carrier acts at its peril and is liable regardless 
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of negligence. Estherville Produce Co. vs. Chicago, R. I. & P. 
R. Co. (Iowa), 57 Fed. 2d 50; Garden City Fan Co. vs. Pitts- 
burgh, C. C. & St. L. Ry. Co., 220 Ill. App. 126; Cleveland, 
etc., R. Co. vs. Wright (Ind.), 58 N. E. 559. 

It is the general rule that a carrier cannot relieve itself 
from liability for delivery to a person not entitled to the 
goods, because such delivery was due to mistake or to the 
fraud of the person receiving the goods (Chicago, M. & St. P. 
R. Co. vs. Flanders (Iowa), 56 Fed. 2d 114; Vogel vs. St. 
Louis Merchants’ Bridge Terminal Ry. Co. (Mo.), 16 S. W. 
2d 624), as where delivery is made on a forged order. (Freed- 
man vs. George W. Bush & Sons Co. (Pa.), 130 A. 263.) The 
question is not one of due care, for the carrier, like any other 
bailee, acts at its peril in making delivery. The law exacts 
of the carrier absolute certainty that the person to whom 
delivery is made is rightfully entitled to the goods and places 
on it the entire risk of mistake. Southern Ry. Co. vs. Harris 
(Ala.), 80 Sou. 101; Woolson vs. Southern R. Co. (Mo.), 160 
S. W. 1023. 

The measure of damages for conversion by a carrier of 
goods intrusted to it for transportation and delivery or- 
dinarily is the value of the goods at the time and place of the 
conversion, or place of destination (Mitsubishi Shoji Kaisha vs. 
Davis (N. Y.), 291 Fed. 57; Norfolk & Western Ry. Co. vs. 
Ft. Dearborn Coal & Export Co. (W. Va.), 280 Fed. 264; St. 
Louis S. F. Ry. Co. vs. Georgia, F. & A. Ry. Co. (Ala.), 104 
So. 33), from which should be deducted the amount of freight 
charges legally due (Stefani vs. Southern Pac. Co. (Cal.), 5 
Pac. 2d 946; Keota Produce Co. vs. Chicago, R. I. & P. R. Co. 
(Iowa), 179 N. W. 834), and in some cases the expense in- 
curred in effecting a sale at the place of destination (Liberty 
Sales Co. vs. Davis, 198 N. Y. S. 253; Norfolk & Western 
Ry. Co. vs. Nottingham & Wrenn (Va.), 124 S. E. 398). The 
value to be taken in determining damages for conversion is 
the market value of the goods at the place of destination or 
conversion, if they have a market value capable of ascertain- 
ment (Norfolk & Western Ry. Co. vs. Ft. Dearborn Coal & 
Export Co. (W. Va.), 292 Fed. 78; Marsh vs. Union Pac. R. 
Co. (Colo.), 9 Fed. 873), and, if the market value is subject 
to fluctuation, the jury may in some jurisdictions ascertain 
and apply the highest market value between the date of the con- 
version and the day of the trial. (Southern Ry. Co. vs. Harris 
(Ala.), 80 So. 101.) 


It has been held that where the goods converted had a 
market value at the destination at the time they should have 
been delivered, the shipper cannot recover special damages 
(Mitsubishi Shoji Kaisha vs. Davis (N. Y.), 291 Fed. 882). 
Nevertheless, special damages which might reasonably have 
been contemplated by the carrier or with respect to which it 
had notice, may be recovered. (Smedes Bros. vs. Morgan’s 
Louisiana & T. R. & S. S. Co. (La.), 110 So. 425; Harrill vs. 
Seaboard Air Line Ry. Co. (N. C.), 107 S. E. 136.) So, where 
the shipper, at the time he notified the carrier that the orig- 
inal consignee was not entitled to eggs shipped, stated that 
he had sold them to a third person at a* named price per 
dozen, the shipper was not confined to a recovery of the reason- 
able market value, but could recover, as special damages, the 
contract price of the sale to such third person (Amber vs. 
Davis (Mo.), 282 S. W. 459). Special damages not within the 
contemplation of the parties are not recoverable. (Minneapolis, 
St. P. & S. S. M. Ry. Co. vs. Reeves Coal Co. (Minn.), 181 
N. W. 335.) 

Speculative and uncertain damages, such as loss of profits, 
cannot be recovered as damages for conversion, nor can 
plaintiff recover for injury to his business. 

Where, through mistake, fraud, or otherwise, the carrier 
has been induced to deliver goods to a person not entitled 
thereto, and he refuses to return them, the carrier may main- 
tain an action against him for the recovery of the goods 
(Farmers’ Cotton Oil Co. vs. Atlanta & St. A. B. Ry. Co. (Ala.), 
79 So. 387; Missouri Pac. R. Co. vs. Bland (Ark.), 268 S. W. 
22), or for their value. (Mich. Cent. R. Co. vs. State (Ind.), 
155 N. E. 50; New York Cent. R. Co. vs. Freedman (Mass.), 
133 N. E. 101). 

To entitle the carrier to maintain an action to recover the 
property or its value it must refund or offer to refund the 
amount paid to it as freight charges (Farmers’ Cotton Oil 
Co. vs. Atlanta & St. A. B. Ry. Co. (Ala.), 79 So. 387; and such 
charges may be allowed as a set-off against the carrier’s claim 
(in re Hayes Mfg. Co. (Mich.), 214 N. W. 102), but the re- 
funding of the charges as a condition of maintaining the action 
may be waived. (A. Greener & Sons vs. Southern Ry. Co. 
(Tenn.), 290 S. W. 988). 


Reparation—Long and Short Haul Violation 


Indiana.—Question: A rate on pig iron involving a two line 
haul is named from A to B, and is a depressed rate to meet 
competition. Rates from A to points intermediate to B are 
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higher than the rates to B, and the tariffs which name these 
rates are subject to the ordinary intermediate clause. 

It is assumed that the carriers have been granted appro. 
priate fourth section relief, but the tariff makes no mention 
of it. A number of shipments move to the intermediate points 
and claim has been filed for protection of the rate applying to B. 
The initial carrier is willing to submit the claim to the Inter. 
state Commerce Commission on the special docket, but the 
delivering carrier declines to join in the application. 

Our contention is that the rates to the intermediate point 
have been illegally established, because of the failure of the 
tariff to make mention of the fourth section order, under which 
relief may have been granted. The measure of all the rates jn 
question we regard as too high, but they seem to bear the 
proper relationship to other rates in that territory. 

Will you please say what you think of the correctness 
of our position? 

Answer: Regardless of the fact that the tariff in question 
does not carry reference to a fourth section order covering 
the rate in question or that there is no fourth section order 
covering the violation, this does not in itself constitute a basis 
for an award of reparation. See Jas. C. Davis vs. Portland 
Seed Co., 264 U. S. 403. 

In this decision the Supreme Court held that regardless of 
the fact that the carriers did not secure an order from the 
Interstate Commerce Commission granting authority to publish 
lower rates from the more distant point than were in effect 
from an intermediate point through which point the traffic 
from the more distant point must move to destination, the 
court could not award damages based on the difference between 
the rates published between the two points. 

As we read the case, the court in effect held that the pub- 
lished tariff rate must be applied from an intermediate point, 
even though higher than from the more distant point and that 
the question of reparation for the difference between the two 
points was a matter to be determined by the Interstate Com- 
merce Commission and not by the courts. You are no doubt 
familiar with the views of the Interstate Commerce Commis- 
sion on this question, the Commission holding that reparation 
may not be awarded merely because of a violation of the long 
and short haul provision of the fourth section of the Interstate 
Commerce Act. In this connection, see the cases of Item 
Biscuit Co. vs. C. B. & Q., 50 I. C. C. 724; Ohio Farm Bureau 
Federation vs. N. Y. C. R. R. Co., 104 I. C. C. 490; Northeast 
Mississippi Traffic Bureau vs N. & O., 109 I. C. C. 246. 

See, however, Traffic Bureau, Chamber of Commerce 
(Lynchburg, Va.), 104 I. C. C. 293, in which case the Commis- 
sion said: 


By way of the route designated by the complainant, Rivermont 
is intermediate to Lynchburg. Complainant, therefore, contends that 
the rate charged was unreasonable and in violation of the long-and- 
short-haul provision of the fourth section in that it exceeded the 25.5 
cent rate to Lynchburg. The record indicates that at the time of 
movement the departure was protected by an appropriate application 
and, as previously stated, subsequent to the movement Rivermont 
was accorded the Lynchburg rate. While evidence of a departure 
from the long-and-short-haul provision of the fourth section of the 
act does not establish ~ne unreasonableness of the intermediate rate, 
it is evidence tending in that direction, particularly when accom- 
panied by the subsequent establishment of the lower rate. In the 
instant case defendants introduced no evidence bearing upon the issue 
of unreasonableness 


WOOD, CONCRETE BARGE CONTRACTS 


Contracts for construction of 26 wooden barges have been 
awarded to three shipbuilding companies on the Pacific coast, 
the Maritime Commission has announced. At the same time, 
it announced a “recent award” of contracts for construction 
of 43 concrete barges. 

The commission said the wooden barges would be 274 
feet long, would have a draft of 20% feet, and would be of a 
deadweight tonnage of 3,750 tons. The concrete barges, It 
said, would be non-self-propelled, about 350 feet long, with a 
draft of 26 to 28 feet, and would have a cargo-carrying (¢a- 
pacity of about 5,000 deadweight tons. It stated that the Con- 
crete Shipbuilding Co., Inc., of National City, Calif., had re- 
ceived a contract to build 17 of those barges, designed for 
hauling petroleum products, and that Barrett & Hilp and Mac- 
Donald & Kahn, both of San Francisco, had been awarded con- 
tracts for 13 concrete barges each. Those 26 barges would 
transport general cargo, primarily bauxite, said the com- 
mmission. 

Wooden barge contracts were awarded to Edlund Logging 
Co. and Berk-Shipyard, with offices at Seattle and yard al 
Anacor. Wash., for 12 barges at $538,000 a barge, on fixed 
price basis; Larson Yards, Inc., Astoria, Ore., for six barges 
at $451,644 each, on fixed price basis, and to Olympic Ship- 
builders, with office at Seattle and yard at Port Angeles, 
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Wash., for eight barges at $553,879 each, on adjusted price 
pasis, the commission announced. It said the first of those 
contracts called for delivery of the first barge within 210 days 
and the last within 320 days from the date of award, while 
the Larson and Olympic contracts called for delivery of the 
first barges within 210 days and the last within 390 days. 


SALE OF SHIPS TO IRELAND 


Action by Congress on H. J. Res. 246, authorizing the 
Maritime Commission to sell two merchant vessels to the gov- 
ernment of Ireland (see Traffic World, Aug. 1), has been com- 
pleted, the House having concurred in amendments adopted by 
the Senate. 


W. S. A. SUGAR CHARTER RULING 


Under terms of its supplement No. 4-B to its general 
order No. 1, the War Shipping Administration has deleted from 
an amendment to its regulations governing uniform sugar 
charter contracts a provision for payment of a commission of 
1% per cent on gross freight by the vessel and owner, on 
payment of freight, to the charterer’s brokers. 


PLYWOOD LIFEBOAT CONTRACT 


The Maritime Commission has announced that it has 
awarded a contract to Gunderson Bros., of Portland, Ore., for 
construction of 1,000 plywood lifeboats, at a total cost approxi- 
mating $1,300,000. It said these lifeboats, “the first of their 
kind ever built,’”’ would be placed on cargo ships in the com- 
mission’s ship construction program. The plywood boats were 
said to have certain advantages over metal boats, it said. 


A. T. A. ANNUAL MEETING 


The American Trucking Associations, Inc., has announced 
that it has restricted its ninth annual convention to a three-day 
session of its board of directors because of the war emergency 
and the government’s desire that large assemblages be avoided. 
The meeting will be held at the Jefferson Hotel, St. Louis, Mo., 
October 18-20. The A. T. A. said there would be no truck 
rodeo but there would be full discussions of problems con- 
fronting the truck industry in its effort to help win the war and 
at the same time serve the civilian needs of the nation. Federal 
officials directing the transportation phases of war activities 
would be among the speakers, it said. The annual election of 
officers, it said, would conclude the meeting. 


M. C. SHIPBUILDING PROGRESS 


Seventy-one new cargo ships and tankers were delivered 
into service in July, Admiral Land, chairman of the Maritime 
Commission, announced. 

“The 71 vessels of 790,300 deadweight tons are a new 
world’s record for steel ship construction and surpass the mark 
made in June when the American shipyards turned out 67 new 
ships of 748,154 deadweight tons,” he said. 

Admiral Land’s report showed that 52 Liberty ships, eight 
cargo carriers for British account, six large tankers, two C-1 
vessels, two C-2 cargo ships and one large Great Lakes ore 
carrier comprised the July output of new ships. It added that 
“east coast yards wrested the pace-setting honors from the 
Pacific coast with a total of 30 deliveries as compared to a total 
of 27 by the west coast.” Continuing, it said: 


Beginning in January, 1942, when 16 ships of 197,628 deadweight 
tons were delivered, the monthly production has been: February, 26 
ships, 289,549 tons; March, 26 ships, 291,473 tons; April, 36 ships, 
401,632 tons; May, 57 ships, 619,779 tons; June, 67 ships, 748,154 tons, 
and July, 71 ships, 790,300 tons. The 1942 total to date is 299 ships of 
3,338,515 deadweight tcns. 


WAR RISK INSURANCE 


The War Shipping Administration has announced that at 
the request of the Office of Price Administration it has reduced 
war risk insurance rates covering cargoes imported to the 
United States and cargoes exported from the United States to 
its territories and possessions. With respect to imports the 
rates named will not apply to goods imported, in bond or 
otherwise, for re-export to points outside the United States. 
In its announcement it said: 


The rates named represent levels prevailing as of January 1, 1942, 
excepting where current rates named by the War Shipping Administra- 
tion are lower than the January 1 rates, in which case the current rate 
Temains in effect. The new rates represent substantial reductions in 
Many trades, particularly those involving U. S. Atlantic, Gulf of 
Mexico, and West Indies waters. 
si eget of the War Shipping Administration stated that the rate 
th edule named was merely a temporary one pending a full study of 
by agar with respect to various import commodities by the Office 
ptt ce Administration, and that following such study, rates would be 

Ject to such upward or downward revision as might appear neces- 
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sary in order to implement the price control regulations of the Office 
of Price Administration. 

The rate schedule named becomes effective with respect to goods 
shipped under ocean bills of lading dated on or after August 1, 1942. 
Where goods previously insured by the War Shipping Administration 
were actually shipped on or after said date, a return of premium will 
be made upon presentation of shipping documents or other satisfactory 
evidence of date of shipment, together with application for return pre- 
mium in form prescribed by the War Shipping Administration. 


- 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued rate order 
No. 61 prescribing a rate of $4.50 a ton of 2,240 pounds, plus a 
surcharge of 25 per cent, on phosphate rock, in bulk, trans- 
ported under charter terms and conditions, effective with 
loadings completed on and after June 15, 1942, in the trade 
from Tampa, Fla., to San Juan, Puerto Rico, as the maxima 
in which the W. S. A. will concur as a condition to the grant- 
ing, or to the continued recognition, of .warrants authorized 
by the ship warrants priorities act. All previous rate orders 
inconsistent therewith have been amended accordingly. 

The W. S. A. also has issued rate order No. 62, prescrib- 
ing product differentials on basis voyage charter rates for 
gasoline and kerosene in the operation of tankers too, from, or 
between ports in continental United States, its territories or 
island possessions, as the maxima in which it will concur as a 
condition to the granting, or to the continued recognition, of 
warrants authorized by the act. The differentials are to 
supersede those listed in rate order No. 38. 

Rate orders Nos. 63 and 64 also have been issued by the 
W. S. A., prescribing maxima rates in which the administra- 
tion will concur as a condition to the granting, or to the con- 
tinued recognition of, warrants, authorized by the ship war- 
rants priorities act, and providing that all previous rate or- 
ders inconsistent with the terms of these orders be amended 
accordingly. No. 63 covers bituminous coal in colliers and 
other vessels operated for account of the W. S. A. in the 
trade from Hampton Roads, Va., to Philadelphia Harbor and 
from New York Harbor to ports east thereof. No. 64 covers 
petroleum and petroleum products, in bulk, from U. S. At- 
lantic ports north of Cape Hatteras to U. S. Gulf ports, for 
“back hauls” in tankers over 3,000 gross tons, account of 
the W. S. A. , 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
the Commission: Aaron Stanley Bliss, Oneida, N. Y.; Frank C. 
Byers, Cedar Rapids, Ia.; Joseph Anderson Caldwell, Bristol, 
Tenn.; Joseph C. Cheney, Yakima, Wash.; Edwin William 
Cimokowski, Washington, D. C.; Roscoe P. Conkling, St. Joseph, 
Mo.; Ruth Nelson Edelman, Cheyenne, Wyo.; Warren Grice 
Elliott, Richmond, Va.; James B. Gray, Chicago, Ill.; Wendell 
Gray, Portland, Ore.; Milton Greenfield, Jr., St. Louis, Mo.; 
Robert H. Hann, Cleveland, O.; Elias A. Jacobs, New York, 
N. Y.; Frank L. McCarthy, Lexington, Ky.; William D. Mc- 
Farland, Chicago, Ill.; Kenneth Ormsby Mott-Smith, New 
York, N. Y.; Donald J. Perry, Johnstown, Pa.; Reuben Rag- 
land, Jacksonville, Fla.; Abraham Schatzman, New York, 
N. Y.; P. Eugene Smith, Dayton, O.; Floyd M. Sprague, St. 
Joseph, Mo., and Fred L. Wham, Jr., Centralia, Ill. 





Digest of New Complaints 





MC C-346, Southern Illinois Rate Bureau, Belleville, Ill., for and on 
behalf of Gilbert Truck Lines, Inc., Carbondale, IIll., et al. vs. Chris 
Berens, dba Berens Truck Service, St. Louis, Mo. 

Alleges that defendant, a motor common carrier of property be- 
tween St. Louis, Mo., and Belleville and Scott Field, Ill., has on 
file a tariff, MF ICC No. 3, that is in violation of sections 216 and 
217 of part II of the interstate commerce act and in violation of 
the provisions of tariff circular MF No. 3 in sundry respects. 
Among other things, it is charged that defendant’s tariff does not 
contain any provisions for the pick-up and/or delivery of any 
freight whereas defendant has performed such service and does 
sO as a general practice. Ask a cease and desist order. (H. A. 
Clark, Southern Illinois Rate Bureau, Belleville, Ill.) 

No. 28862, Meriwether Gravel Co., Inc., Lewisville, Ark., et al. vs. 
St. Louis Southwestern et al. 

Rates, sand and gravel, Lewisville, Ark., and Shreveport, La., to 
points in Texas, in violation of sections 2, 3 and 13, the undue 
preference alleged being for competitors in Texas. Ask a cease 
and desist order and establishment of nondiscriminatory, non- 
prejudicial and nonpreferential. (Ned A. Stewart, 506-8 State 
National Bank Bldg., Texarkana, Ark.) 
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folk, Va.; T. M. King, traveling freight agent, Toledo, 0.; 1, 
D. Tipton, freight service representative, Toledo; James y. 
Traffic Club Doings Taylor, freight service representative, Louisville, Ky.; W. 0, 
Sydnor, Jr., general agent, Beckley, W. Va.; Paul T. Davis, 
oe a agent, Huntington, W. Va.; Hobart Waddell 
traveling freight agent, Huntington, and E. A. Reilly, assistant 
pon A al poe ee oe tee poy tg tw ge toed general coal freight agent, rates, Richmond, Va. 
of @ club’s publication or the notices it sends to members are . ; ‘ 
usually not sufficient, because often they are received too late to be C. W. Dentner has been appointed assistant superintendent, 
of value. THe Trarric Wortp goes to press in Chicago Friday of West Hannibal division, for the Burlington Route, Brook. 
each week. News of coming or past events, such as meetings, din- field, Mo. 
ners ——— = ss desired. If publicity is looked —— : 
should be made duty of someone in the club to keep us Bernice Koller, Chicago, Rock Island and Pacific Railwa 
aml ’ ’ a r y, 
quately ond promptly injormed.—Bditor THE Taarvic Woats. Chicago, was elected president of the National Association of 
The Los Angeles Transportation Club, at a luncheon meet- Railway Business Women at the association’s recent conven. 
ing July 27, all as its mat of honor Mrs. Rose Radzinski, tion in Chicago. President Hazel Cornell presided and spoke 
named as “war mother” of the Los Angeles area. She has 10 0” the increasing employment of women by the railroads in 
sons in the armed forces and a daughter in ambulance service. Wartime. Other speakers included Alice Floyd Miller, United 
There was a program of entertainment at a luncheon meeting States Treasury, on women’s work in the sale and purchase 
August 3. The program was arranged by the entertainment Of war bonds; Marion McKinney, director of the women’s divi- 
committee, Joe Leseney, Overland Terminal Warehouse, chair- ‘Sion, Union Pacific, and J. ¥. McLean, director of labor rela. 
man. tions, C. R. I. and P., both on women in railroad employment, 
and Anita Willet Burnham, on “Around the World on a Penny.” 

















Winners of preliminary rounds will play for the golf ; ; : 
championship of the Traffic ‘Club of Chicago at the club's final George E. Clinton has been appointed regional traffic man- 
golf outing of the season at the Elmhurst Country Club August ager at New York for the Consolidated Motor Lines. He will 
13. W. F. Mullady is chairman of the sports and pastimes have jurisdiction over operations at New York, Newark, N. J, 
committee. Philadelphia and Washington, D. C. John P. Hanlan has been 
placed in charge of the lines’ traffic matters in Brooklyn and 

The annual outing of the Traffic Club of the Lehigh Valley Long Island City, N. Y. 
will be held at the Northampton County Country Club, Easton, : , ; 
Pa., August 18. A clam bake will be held after an afternoon The Erie Railroad has announced the following appoint- 
program of sporting events, including golfing, tennis, baseball, ments: Harold E. Lee, general agent, Baltimore, succeeding 
and swimming. Eugene W. Vail, who retired; Donald S. Day, commercial 
agent, Philadelphia; J. R. Connor, commercial agent, Colum- 

The Transportation Club of the Rochester, N. Y., Chamber bus, O., and J. P. Drew, commercial agent, Atlanta, Ga., suc- 
of Commerce will hold its annual golf outing at the Brook-Lea ceeding R. N. McKeen, who has been granted leave of absence. 
Country Club August 12. War bonds will be presented as 
prizes. S. A. R. Lancto is general chairman of the golf com- Richard L. Fisher, who has been assistant traffic manager 
mittees. for the National Grain Yeast Corporation, Crystal Lake, Ill, 


. : : _ has been appointed to the same position for Manning, Maxwell 
The Junior Traffic Club of Chicago will hold its final’ and Moore, Inc., Muskegon, Mich. 


golf outing of the season, August 20, at the Tam O’Shanter 




















Country Club. Play for flight championships will be held. Frederick C. Horner, chief of the highway transportation 
There will also be swimming, tennis, and shuffleboard play. division, service of supply, War Department, will speak at a 
Harold Gray is chairman of the golf committee. luncheon, sponsored by the Central Motor Freight Association 





wan and other highway transport organizations in the Chicago area, 
Cyril R. Wilkins, formerly manager for the General Motors at the Palmer House, Chicago, August 21. 


Corporation in Australia, the Malay States, Singapore, and the 
Dutch East Indies, spoke on “The Dutch East Indies and The Clinchfield Railroad has announced the following ap- 
Australia” at a dinner meeting of the Oakland, Calif., Foreign pointments in the traffic department: J. B. Simpson, district 
Trade and Harbor Club August 6. Walter Perker and L. A. freight agent, Kingsport, Tenn.; W. L. Allen, district freight 
Neill spoke on export control, and Gene Read, Oakland Chamber agent, Augusta, Ga.; W. F. Palmer, commercial agent, Atlanta, 
of Commerce, spoke on “Block Permits Under O. D. T. Order succeeding J. J. O’Connor, who has been granted leave of 


No. 18.” absence to serve in the armed forces; A. F. McGuffin, com- 
mercial agent, Jacksonville, Fla.; C. S. McClure, commercial 
agent, Columbia, S. C.; R. A. Humphlett, commercial agent, 
Charlotte, N. C., and Earl White, soliciting freight agent, 
Spartanburg, S. C. 








Personal Notes 





F. R. Steckel, metallurgist, Columbia Steel Company, will 
speak on “Steel: Man’s Servant,” at a meeting of the Pacific 
Railway Club at the Hotel Hayward, Los Angeles, Calif. 

B. J. DeGroodt, special representative, Chicago, Great August 13. 
Western, Minneapolis, and a member of the Traffic Club of 












; : : Arthur W. Blake has been appointed traveling agent for 
me 35 died August 5. ” the Chicago, St. Paul, Minneapolis and Omaha Railway, a 
“and Whitney ai division of the United Aircraft St Paul, Minn. 








Corporation at East Hartford, Conn. ’ ; 5 

—“"T. W. Bockes has been appointed western general counsel A. G. Hilker has been appointed assistant to the general 

at Omaha for the Union Pacific. passenger traffic manager of the Union Pacific at Omaha, Neb. 
A. A. Wilson has been appointed assistant general freight 

agent for the Milwaukee Road at Chicago. J. M. Cunningham 1. C. C. AND PAPER CONSERVATION 


has been appointed general agent at Chicago. : Secretary Bartel, of the Commission, has notified those 
For suggesting a method of saving expenses by replacing whose names appeared on Commission mailing lists for printed J 
certain malleable castings on freight car wheel trucks with pamphlet copies of decisions in motor cases that, because of the F 
forgings, J. W. Melton, stockkeeper for the Illinois Central at necessity for conservation of paper and other materials, mail- F- 
Centralia, Ill., has received $2,605 under the company’s em- ng of such decisions is being discontinued. A similar notice 
ployes’ suggestion system. The award is the largest granted was issued recently with respect to rail rate decisions (se 
in the three years’ operation of the system, under which 59,120 Traffic World, July 11, p. 97). 
suggestions have been received and a total of $67,299.30 paid 


to 6,542 individuals. The abstracts of tariff filings, rejections, suspet 


The Chesapeake and Ohio has announced the following ap- sions, etc., as printed in a issue of THE D ALLY 
pointments: Joseph C. Moore, freight service representative, TRAFFIC WORLD enable subscribers always to 
Cleveland; Charles R. Sargent, traveling freight agent, Nor- eure their tariff files are up-to-date. 
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Docket of the Commission 





NOTB—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE Trarric WorLp. New assignments 
now on the Commiséion’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 


and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


August 10—Brooklyn, N. ¥.—St. George Hotel—Examiner Myers: 

MC 3261—Kramer Bros. Freight Lines, Inc., Detroit, Mich. 
August 10—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 119: 

MC 103486—R. H. McDonald Co., Paterson, N. J., certificate. 
August 10—Knoxville, Tenn.—U. S. Court—Jt. Bd. 107: 

MC 59583 Sub. 5—Mason & Dixon Lines, Inc., Kingsport, Tenn. 

MC 59583 Sub. 25—Mason and Dixon Lines, Inc., Kingsport, Tenn., 

certificate to extend operations. 


August 10—La Grange, Tex.—Federal Bldg.—Examiner Prichard: 

Finance 13722—Application of Texas & New Orleans for a certificate 

permitting abandonment of line Glidden to LaGrange, Tex. 
August 10—Lansing, Mich.—Hotel Porter—Examiner Seaman: 
MC 82492 Sub. 2—Michigan & Nebraska Transit Co., Grand Rapids, 
Mich., certificate to extend operations. 
MC 60597 Sub. 1—G & A Truck Line, White Pigeon, Mich., permit to 
extend operations. 
August 10—Montpelier, Vt.—U. S. Court—Jt. Bd. 189: 
MC 61486 Sub. 2—St. Johnsbury Trucking Co., St. Johnsbury, Vt., 
extension, Rutland. 
August 10—Yakima, Wash.—Donnelly Hotel—Jt. Bds. 5 and 45: 

MC 11722 Sub. 5—F. E. Brader, Zillah, Wash., certificate to extend 

operations. 
August 10—Yuma, Ariz.—City Council Chamber—Jt. Bd. 47: 

MC 76089—Yuma Merchants Express, Yuma, Ariz., certificate or 

permit. 

MC 85315 and Sub. 1—Yuma Merchants Express, Los Angeles, Calif. 
August 11—Baltimore, Md.—Public Service Comm.—Examiner Higgins: 
* MC F-1887—Motor Cargo, Inc., purchase, White’s Express Co., Inc. 
August 11—Brooklyn, N. Y.—Hotel St. George—Examiner Myers: 

MC 56559—South Hudon County Boulevard Bus Owners, Jersey City. 
August 11—Lansing, Mich.—Hotel Porter—Jt. Bd. 23 and 73: 

MC 482 Sub. 4—Peoples Rapid Transit Corporation, Kalamazoo, Mich., 

certificate to extend operations. 
August 11—Medford, Ore.—Federal Bldg.—Jt. Bd. 

MC 100151—William K. Owen & Son, Smith Rng Calif., permit to 

extend operations. 
August 11—Washington, D. C.—Examiner Johnson: 

1. & S. 5137—Nitrate of potash, Baltimore, Md., to Corning, N. Y. 
August 11—Philadelphia, Pa.—Philadelphian Hotel—Examiner Clifford: 
* MC F-1846—Middlesex Transportation Co., control, York-Buffalo 

Motor Express, Inc. 
August 12—Brooklyn, N. Y.—St. George Hotel—Examiner Myers: 

MC 75579—Allied Pittsburgh Warehouse & Van Co., New York, N. Y 
August 12—Brooklyn, N. Y.—St. George Hotel—Examiner Higgins: 

* MC F-1895—Motor Cargo, Inc., purchase, S. Rosenberg. 


August 12—Lansing, Mich.—Hotel Porter—Examiner Seaman: 
MC 84612—D. L. Darling Trucking Co., Grand Rapids, Mich. 
August 12—Louisville, Ky.—Brown Hotel—Jt. Bd. 105: 
MC 30121 Sub. 3—Gid’s Motor Express, Tompkinsville, Ky., certificate 
to extend operations. 
August 12—Los Angeles, Calif.—Federal Bldg.—Examiner Bradford: 
MC C-298—Public Service Commission of Nev. vs. Pony Express 
Stages. 
August 12—Louisville, Ky.—Brown Hotel—Jt. Bd. 155: 
MC 78632 Sub. 42—Hoover Motor Express Co., Inc., Nashville, Tenn., 
certificate to extend operations. 
August 12—Medford, Ore.—Federal Bldg.—Jt. Bd. 11: 
MC 103204—M. Axtell, Grants Pass, Ore., certificate. 
August 12—Staunton, Va.—Fed. Bldg.—Examiner Nye: 
Finance 13798—Application of Valley R. R. and B. & O. for permis- 
sion to abandon line between Staunton and Lexington, Va. 
August 12—Washington, D. C.—Examiner Price: 
MC 75665 Sub. 6—Red Star Trailways, Salisbury, Md. 
August 13—Brooklyn, N. Y.—St. George Hotel—Examiner Higgins: 
* MC F-1924—Hemingway Brothers Interstate Trucking Co., purchase, 
H. Davis and M. H. Roberts. 


* MC F-1925—Hermann Forwarding Co., purchase, H. Davis and M. H. 
Roberts. 


August 13—Ennis, Tex.—Federal Bldg.—Examiner Prichard: 
Finance 13759—Application of T. & N. O. for a certificate permitting 
abandonment of line extending from Ennis to Kaufman, Tex. 
August 13—Lansing, Mich.—Hotel Porter—Examiner Seaman: 
MC 36521 Sub. 4—C. E. Kirksey Motor Freight, Inc., East Lansing, 
Mich., certificate to extend operations. 
August 13—Los Angeles, Calif.—Federal Bldg.—Examiner Bradford: 
MC C-336—Pony Express Stages vs. Burlington Transportation Co. 
et al. 
August 13—Portland, Ore.—Multnomah Hotel—Jt. Bd. 351 and 5: 
MC 1287 Sub. 1—Jones Hauling, Portland, Ore., certificate. 
MC 35525 Sub. 6—Mitchell Freightways, Portland, Ore., certificate to 
extend operations. 
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August 14—Lansing, Mich.—Hotel Porter—Jt. Bd. 76: 
MC 102406—A. Hipshire, Benton Harbor, Mich. 
August 14—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 75: 
MC 75735 Sub. 2—McClain Truck Co., Los Angeles, Calif. 
to extend operations. 


August 14—Memphis, Tenn.—Peabody Hotel—Examiner Fuller: 
Fourth section appl. 19889—Acetic acid from Texas City, Tex., 
South Charleston, W. Va. 
1. & S. 5138—Acetic acid, Texas City to South Charleston. 
August 14—Richmond, Va.—Hotel Richmond—Jt. Bd. 7 and Examiner 
Henderson: 
MC 6773 and Sub. 1—T. H. Motor Lines, Inc., Norfolk, Va., certig. 
cate or permit. 
August 14—Rutland, Vt.—U. S. Court—Examiner Higgins: 
* MC F-1856—P. H. Marcell, purchase, E. C. Flemings. 
August 15—Detroit, Mich.—Hotel Ft. Shelby—Jt. Bd. 76: 
MC 66562 Sub. 429—Railway Express Agency, Inc., New York, N. Y,, 
certificate to extend operations. 
August 15—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 75: 
MC 19334 Sub. 1—Trulove Transfer Co., certificate. 
August 17—Baker, Ore.—City Hall—Jt. Bd. 6: 
MC 55735 Sub. 1—F. Cleavinger, La Grande, Ore., certificate to ex. 
tend operations. 
August 17—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 23 and Exam. 
iner Seaman: 
MC 101295 Sub. 2—Trailer Convoy, Mt. Clemens, 
to extend operations. 


August 17—Lawton, Okla.—Federal BJdg.—Examiner Prichard: 
Finance 13769—Application of C. R. I. & P. for permission to abandon 
branch line extending from Lawton to Grandfield, Okla. 
August 17—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 47: 
MC 66972—Phoenix Fast Freight Lines, Los Angeles, Calif. 
MC 35993—Arizona Pacific Motor Freight Lines, Ltd., Los Angeles, 
Calif. 

August 17—Memphis, Tenn.—Claridge Hotel—Examiner Fuller: 
28800—Blytheville Chamber of Commerce et al. vs. A. & R. et al. 
August 17—Richmond, Va.—Hotel Richmond—Bxaminer Henderson and 

Jt. Ba. T: 
MC 445 Sub. 1—Gregory Transfer Co., Boydton, Va., certificate to 
extend operations. 
MC 44128 Sub. 10—Transport Corp. of Va., Blackstone, Va., certificate 
to extend operations. 
I, & S. M-1999—Lime, Md. and W. Va. to Va. points. 
August 18—Boise, Ida.—Public Utilities Comm.—Jt. Bd. 49: 
MC 101827—cC. B. Holt, Grangeville, Ida. 
August 18—Boise, Ida.—Public Utilities Comm.—Examiner Burns: 
MC 68776 Sub. 2—Ford Transfer, Twin Falls, Ida., certificate to 
extend operations. 
August 18—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 9: 
MC 3562 Sub. 2—Dickens Motor Freight, Inc., Chicago, IIl., certif- 
cate to extend operations. 
August 18—Eureka, Kan.—Fed. Bldg.—Examiner Lyle: 
Finance 13772—Application of A. T. & S. F. for permission to aban- 
don line between Benedict Junction and Emporia, Kan. 
August 18—Eureka, Kan.—Fed. Bldg.—Examiner Lyle: 
Finance 13776—Application of A. T. & S. F. for permission to aban- 
don line between Madison Junction and Moline, Kan. 


August 18—Norfolk, Va.—Monticello Hotel—Examiner Henderson: 
MC 93224—White Motor Lines, Inc., Norfolk, Va. 


August 18—Washington, D. C.—Examiner Jackson: 
1. & S. M-2052—Petroleum products, N. C. to Va. points. 


August 19—Kalamazoo, Mich.—Chamber of Commerce—Exam. Boyden: 
Finance 13761—Application of P. M. Ry. for permission to abandon 
branch line between Paw Paw and Lawton, Mich. 


August 18—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 47 and 75: 
MC 103550—Kimbler Trucking, Fresno, Calif., certificate. 


August 19—Pocatello, Ida.—U. S. Court—Examiner Burns: 
MC 263 Sub. 12—Garrett Freightlines, Inc., Pocatello, Ida., certif- 
cate to extend operations. 
August 19—Salt Lake City, Utah—Hotel Utah—Commissioner Porter: 
28848—Increases in Utah freight rates and charges. 
August 20—Chickasha, Okla.—Federal Bldg.—Examiner Prichard: 
Finance 13763—Application of C. R. I. & P. for permission to aban- 
don branch line extending from Chickasha to Lindsay, Okla. 
August 20—Chicago, II1_—Sherman Hotel—Examiner Boyden: 
Finance 13755—Application of Alton for authority to operate railroad 
and properties of Kansas City, St. Louis & Chicago. 
August 20—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 75: 
MC 5429 Sub. 2—Lyon Van Lines, Inc., Los Angeles, Calif. 


August 20—Pocatello, Ida.—U. S. Court—Jt. Bd. 258: 


MC 34868 Sub. 4—Orange Transportation Co., Inc., Pocatello, Ida. 
certificate to extend operations. 


August 20—Washington, D. C.—Examiner Nye: 

* Finance 13853—Application of P. R. R. to lease a portion of right of 
way of New Cumberland & Pittsburgh between W. Va.-Pa. state 
line and Raccoon Creek, Pa. 

* Finance 13795—Application of New Cumberland & Pittsburgh and 
P. R. R. for authority to construct and operate a track between 
W. Va.-Pa. state line and Raccoon Creek, Pa. 

* Finance 13796—Application of Pittsburgh, Cincinnati, Chicago & St: 
Louis and P. R. R. to construct and operate a track betwee! 
Chester, W. Va., and W. Va.-Pa. state line. 
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August 5, 1942 


FOR SALE 


We offer 523, 55-ton all-steel, self-clearing DOUBLE HOPPER 
CARS consisting of: 


160 USRA construction; built 1921-1922; with 
A-B brakes; 1,880 cubical feet capacity. 


363 built 1910-1915; with KD-1012 brakes, 
1,683 feet capacity. 


ALL HAVE FULL "U" CAST STEEL TRUCK 
FRAMES 


Purchaser must buy all. 


PRICE: $1,700.00 each f.o.t. Pennsylvania 


TERMS: Cash with purchase. 


DELIVERY CAN COMMENCE IMMEDIATELY AND BE COM- 
PLETED IN ABOUT 60 DAYS—AND VERY POSSIBLY SOONER 


Some $30,000 to $40,000 NEW REPAIR MATE- 
RIALS also available which you may wish to 
have inspected at the same time. 


TIME and EXPEDITION ESSENTIAL and DE- 
SIRABLE. 
Yours for Victory, 


IRON & STEEL PRODUCTS, Inc. 


37 years’ experience 


13450 S. Brainard Ave., Chicago, Illinois 
"ANYTHING containing IRON or STEEL" 


"R. J. CUMMINS" 


The Inspection Boat of the Port Commis- 
sion. 


This vessel used in transporting guests of 
the Commission on inspection tours, as well 
as patrol duty. 


J. Russell Wait, Director of the Port 


Houston, Texas 





351 


S TARRETT-LEHIGH 
BUILDING 


OUTSTANDING as its dominance over New York's West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 


offers the manufacturer and distributor superior advantages: 


e Lehigh Valley R. R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 
facilities throughout 


eFloor areas, 52,000 to 124,000 sq. feet. Smaller 
units may be leased 


eHigh safety standards—Jow insurance rates 
e Live steam for manufacturing purposes 
e Fast passenger elevators; restaurant; barber shop. 


INVESTIGATE .... learn what satisfied, 
nationally-known occupants are doing at the 


Starrett-Lehigh Building 


West 26th —West 27th Streets—llth to 18th Avenues 
D. R. CROTSLEY, Manager, 601 West 26th Street Tel.: CHickering 4-5520 





Winning the War 


is all that matters! 


Today, when America’s vast war 


effort demands that every muscle 

be strained in the interests of 

Victory, Railway Express is trying 
to do its part. 


RAILWAY EXPRESS 


AGENCY INC. 


NATION-WIDE RAIL-AIR SERVICE 
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y2 SYSTEM OF STEEL STRAPPING 






SIGNODE Strapping Methods 
MAKE MORE FREIGHT CARS AVAILABLE 





@ Make the most of every bulkheading is freed for 
car and ship under war- additional freight. Safety 
time conditions by scien- intransit withareal saving 
tific stowage.The Signode in unloading time areextra 
System speeds loading— advantages at the receiv- 
reduces dunnage—and _ ingend. Getall the details 


space formerly used for from a Signode engineer. 


SIGNODE STEEL STRAPPING CO, 
2613 N. Western Ave., Chicago, Ill. 


,N.Y.: 364 Furman St. San Francisco, Calif.: 451 Bryant St. 
eS yy eae oe Cities Throughout the United States and Canada 


* 
25 Years of 
Packing 
: Improvement 











War products are 
reaching the armed 
forces sooner ... get- 
ting on defense plant 
assembly lines ahead of 
time—thanks to Engi- 
neered Shipping Con- 
tainers. Knocking delay 
out of delivery schedules 
—General Containers 
assure quicker assembly 
and packing, faster closing, easier opening for inspection. 


General Containers are helping many war products producers beat 
shipping promises by saving man-hours in packing, handling and ship- 
ping all the way to destination. They are conserving space in ships, 
trucks, trains and in the shipping rooms. Tare weight is reduced. And 
the protection features of Generals assure safe arrival in perfect condition, 


Don’t let delays in your shipping schedule nullify your increases in 
production. General Box skilled technicians will help you determine the 
box, crate or special container which will best meet today’s requirements. 
Write for the free booklet—there is no obligation. 


GENERAL BOX COMPANY 


General Offices: 50 W. Illinois Street, Chicago, Ill. 


District Offices and Plants: Brooklyn, Cincinnati, Detroit, East St. Louis, Kansas 
City, Louisville, Milwaukee, New Orleans, Sheboygan, Winchendon. 
Continental Box Company, Inc.: Houston - Dallas 












TRAFFIC WORLD) 


August 22—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 75: 


MC 12077 Sub. 1—Bekins Van and Storage, Inc., Santa Barbara, Calit 
license. ; 


August 24—Centerville, la.—Fed. Bldg.—Examiner Boyden: 
Finance 13737—Application of C. B. & Q. for permission to abandon 
branch line between Sedan and Moulton and abandon operation 
under trackage rights between Moulton and Bloomfield, Ia, 


August 24—Eldorado, Kan.—Fed Bldg.—Examiner Lyle: 
Finance 13774—Application of A. T. & S. F. for permission to abap. 
don line between Eldorado and Florence, Kan. 


August 24—Los Angeles, Calif.—Fed. Bldg.—Jt. Bd. 75: 
MC 730 Sub. 7—Pacific Intermountain Express Co., Salt Lake City, 
Utah, certificate to extend operations. 


August 24—Salt Lake City, Utah—Hotel Utah—Commissioner Porter. 
Finance 13762—Application of Los Angeles & Salt Lake R. R, ang 
Union Pacific for certificate permitting abandonment of branch line 
extending from Cutler to Five Mile Pass, Utah. 
August 25—Salt Lake City, Utah—Hotel Utah—Commissioner Porter; 
Finance 13771—Application of Los Angeles & Salt Lake R. R. and 
Union Pacific, lessee, for certificate permitting abandonment of 
branch line extending from Delta to Fillmore, Utah. 


August 25—Stockton, Calif.—Federal Bldg.—Examiner Bradford: 
MC 77459—Diamond Freight Lines, Modesto, Calif. 


August 26—Anthony, Kan.—Hoops Hotel—Examiner Lyle: 
Finance 13775—Application of A. T. & S. F. for permission to aban. 
don line between Kiowa and Gerlane, Kan. 


August 26—Washington, D. C.—Examiner Esch: 
1. & S. 5133—Elimination of N. Y. N. H. & H. R. R. pier stations, 


August 27—Cherokee, Okia.—Fed. Bldg.—Examiner Lyle: 
Finance 13773—Application of A. T. & S. F. for permission to aban- 
don line between Anthony, Kan., and Cherokee, Okla. 


August 27—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75: 


MC —— Draying Co., Sacramento, Calif., certificate or 
permit. 


MC 78786, Sub. 88—Pacific Motor Trucking Co., San Francisco, Calif, 
certificate to extend operations. 


August 27—Washington, D. C.—Examiner Esch: 
1. & S. 5132—Loading, unloading freight at Rhode Island piers. 








WANTED—Man under 45 with freight rate and tariff experience 
for position in general freight office, $2,400-$2,600 to start. In reply 
give present employment, minimum starting salary, selective service 
status and experience. Address Box 64, Traffic World. 





! Statistical | HENRY J. SAUNDERS | 
: and Canning Renan, Sesetied ont 
: Cost ceatine ob Gaming Gate ant Dette 
: Analyses 644 Transportation Bldg. 
: WASHINGTON, D. C. 







33rd St. and 
S.Wabash Ave. 
Chicago 


Daily Refrigerator Service Between 
CHICAGO ATLANTA,GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all points 1» Kentucky, Tennessee, Nerth Carolina, South Carolina and Goerglt 


WETZEL DROP FRONT TARIFF FILES 


(IN SECTIONS) 


THE EASIEST WAY 


PRESERVE TARIFFSAND SAVE 
TIME AND FLOOR SPACE BY 
FILING YOUR TARIFFS FLAT. 


2,3, 4 AND 6 INCH DROP FRONT 
FILES ARE INTERCHANGEABLE 
AND PROVIDE FOR ALL SIZES AND 
SUPPLEMENTS IN THEIR PROPER 
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WRITE FOR INFORMATION 


P. A. WETZEL & SON 
408 S. LOMBARD AVE., OAK PARK, ILL 
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